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We still have for sale Tariff Circular No. 17A at 35 cents, Supplement 
No. | thereto at 10 cents, and Conference Rulings Bulletin No.4 at 35 


cents. 


We will send all.of them, postage paid, on receipt of 75 cents. 


STAMPS ACCEPTABLE. THE TRAFFIC SERVICE BUREAU, 126 Market St., Chicago 


Mr. Shipper:- 


gresses. 


we make no chargee 


«sRegistered Tracer System'' 


Trace the following shipment: 


LET US HELP YOU on your delayed and lost shipments. 
Our charge is only 50 cents per tracing, and we guarantee satis- 
factory results, furnishing you reports as the shipment pro- 


If our services are not entirely satisfactory to you 





Respectfully, 


G. W. KELLOGG, 347 Marquette Building, Chicago 


Your charge to be 50 cents. No charge if results not entirely satisfactory. 


















TRY US 
















G. W. KELLOGG, Chicagoe 
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—— TRAFFIC BULLETIN ~—. 


A weekly publication designed to fulfill the needs of shippers, 
carriers, lawyers and all others who desire to keep abreast 
with the developments in the traffic world. 


Published every Saturday by 
THE TRAFFIC SERVICE BUREAU 
at Chicago, Ill. 


Copyright, 1910, by The Traffic Service Bureau. 
ISSUED IN TWO PARTS—PART ONE 
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All subscriptions are payable in advance and renew auto- 
matically at end of period unless specific notification to contrary 
is given to publisher. 


All remittances should be made payable to order of THE 
TRAFFIC SERVICE BUREAU and should be in Chicago or 
New York exchange. We have to pay exchange on checks on 
outside banks. 


ADVERTISING RATES 


Advertising rates will be made known upon application to 
the Chicago office. 





- 
SPECIAL SERVICE 


THE TRAFFIC SERVICE BUREAU has facilities for 
securing any special information upon traffic matters desired. 
This includes examination of records, copying reports and tariffs 
or compiling data upon traffic affairs, either from the records of 
the Interstate Commerce Commission or from ‘the records of 
any of the various state commissions. Charges for this service 
are based upon actual time consumed and are extremely low. 
Tell us what you want and we will tell you what we can do. 


Chicago Office 126 Market St. 


Washington Office . - 603-605 Westory Building 
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"The Value of Service 





The efforts of those connected with THe TRAFFIC 
WorLD have been steadily toward a service for the ship- 
pers and carriers, that constantly improves and grows 
more valuable in a practical way. We have used our 
best efforts to widen the range of information given, and 
to make it more complete. Our recent treatment of the 
rate hearings has been of a character to entitle us to 
the patronage of all interested, and these are many, 
because the decisions of the questions involved affect in 
reality every one of our citizens. 

We are not invading the field of other papers, hav- 
ing chosen an unoccupied channel, and yet, flowing 
through it, as we interpret conditions, is a stream of 
hews vital to those actively engaged in the country’s 
commerce. We open our columns to free discussion of 
economic problems, making no discrimination because 
Our own opinions are not endorsed by the contributors. 
Our own beliefs we state frankly, not to encourage con- 
tention, but hoping to allay controversy. 

We believe in the value of our service, and, taking 
into consideration our expense in furnishing it, we con- 
Sider the cost more than moderate. 
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VALUATION AS A RATE BASIS 


Of No Importance to the Shipper—Desirable to the 
Politician as a Large Opportunity for Patronage 





Washington, D. C., September 23. 
—We are unalterably opposed to a 
physical valuation of railway proper- 
ties for the purpose of establishing 
a rate basis, feeling in the first place 
convinced that it cannot be fairly 
made, and in the second place that 
it would not be a reasonable guide. 
The factors of uncertainty that might 
disappear would be succeeded by oth- 
ers of the same vexing character, and 
we believe that no board of experts that would be 
chosen, even of great capacity, could agree on values. 

Potential capacity, good-will, trend of population and 
industries, all are influences affecting values and con- 
stantly changing. Before the lapse of years that must 
pass away while valuation is being taken has intervened, 
changed conditions would undoubtedly nullify any fig- 
ures and the work go for naught. It, of course, has at- 
tractions for the politician who sees opportunity to make 
use of the patronage possible in the army of employes 
necessary, and who could indefinitely postpone any con- 
clusions, and, in fact, the enormous task itself would 
make conclusions far away and uncertain as to time. 

With the placing of power to suspend rate increases 
in the hands of the Interstate Commerce Commission 
the people took an advanced step in regulation, and it 
seems to us that it so restricts the rate-making authority 
left with railways as to insure against any oppression. 
It is not, we believe, the idea of conservative shippers 
to encourage government ownership, and if we are cor- 
rect our approach to this policy is as close as it is safe 
to go. Whatever evils have in the past existed in rail- 
way operations are pretty well exploited now, and there 
can be no treatment of these conditions that has not 
in it much more of evil than of good, except to prevent 
their recurrence in future, and this possibility is now 
quite securely safeguarded by laws already operative. 

The question of duplication of railway properties at 
less than their present capitalization is theoretic merely. 
In the case of the terminals, for instance, of Chicago 
railways, they could not be duplicated at any cost, for 
they are not available. Much main line, perhaps, can 
be duplicated at a less price than the road traversing 
the territory, but what of the value of such transporta- 
tion, with no facilities at its termini? 

The writer has been over quite frequently the Chi- 
cago, St. Louis, Cincinnati, Kansas City, Omaha and 
Fort Worth yards of the various roads, and knows how 
difficult to secure a fair estimate it would be, and, as to 
securing new ones at a less cost, that is out of any 
consideration. 

It is worth while to remember that we can so harass 
railways as to completely stagnate commerce. The cost 
of valuation will be enormous, and if the expense comes 
from the taxes of the people it means a price they must 
pay for something of little, if any, importance. If it is 





imposed upon the railways, what warrant have we for 
making a class distinction involving this outlay? 
W. B. B. 
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WESTERN HEARING RESUMED 





Commissioners Clements, Lane and Clark Preside at 
Battle Over Advanced Commodity Rates 





The hearing in the matter of proposed advances in 
commodity rates in Western Trunk Line, Trans-Missouri 
and Illinois Freight committee territories, adjourned Sep- 
tember 3, was resumed at Chicago on Monday. Instead 
of special examiners, however, the Commission is repre- 
sented by Commissioners Clements, Lane and Clark. In 
addition, Frank Lyon, attorney for the Commission, and 
J. P. Muller, special statistician, are in attendance. 

The railroads, in most instances, are represented by 
their general counsel; the general shippers’ committee 
by Francis B. James of Cincinnati and John H. Atwood 
of Kansas City, the Illinois Manufacturers’ association 
by H. C. Lust, the live stock shippers by S. H. Cowan 





FRANKLIN K. LANE 


of Fort Worth and Clifford Thorne, who also appears for 
Iowa agricultural interests. 

A full account of the sessions up to the hour of 
going to press follows: 

Commissioner Clements, in opening the hearing, 
asked that counsel co-operate with the Commission in 
expediting the case by avoiding unnecessary cross-ex- 
amination and the duplication of questions. 

W. S. Horton, for the Illinois Central railroad, an- 
nounced that his road was ready to proceed. 

Samuel H. Cowan, attorney for the National Live 
Stock association, presented a petition stating along 
what lines he felt the investigation should be conducted. 

T. J. Norton, general attorney for the Atchison, 
Topeka & Santa Fe, suggested that the petition be first 
submitted to the carriers, declaring that it was the 
railroads’ case and with them rested the right to de- 


termine the lines along which they should handle the 
case. 


JUDSON C, CLEMENTS 
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Cowan Presents Petition. 


Mr. Cowan replied that he considered this not a 
railroad case, but an investigation conducted for the 
general public benefit. The Commissioners ruled that 
Mr. Cowan might read his~ petition. 

“Your petitioners, the American National Live Stock 
association, an organization composed of stockraisers, 
breeders and feeders, and composed of the organizations of 
stockraisers, breeders and feeders in the states west of the 
Missssippi river, with its headquarters in Denver, Colo.; 
the Cattle Raisers’ association of Texas, an organization of 
cattle raisers, feeders and breeders of the southwestern 
states and territories with headquarters at Fort Worth, 
Texas; the Corn Belt Meat Producers’ association of Iowa, 
‘an organization of stock raisers, breeders and farmers of 
the state of Iowa and adjoining states, with headquarters at 
Des Moines, Ia.; the Kansas City Live Stock association, an 
organization of raisers and breeders of live stock of the 
state of Kansas; the Nebraska Stock Growers’ association, 
a similar organization of the state of Nebraska; the West- 


EDGAR E. CLARK 


ern South Dakota Live Stock association, a similar or- 
ganization of South Dakota; the Colorado Live Stock asso- 
ciation, a similar organization of the state of Colorado, and 
the Farmers’ Co-operative Grain Dealers’ association of Iowa 
and adjoining states, come now and ask leave to file this 
petition in behalf of themselves and those similarly situ- 
ated, and praying for action of the Commission with respect 
to the pending proceeding above mentioned, and respect- 
fully represent: 
I, 


“Petitioners cdncern themselves in this proceeding be 
cause the members of said associations are shippers of live 
stock and all sorts of feed products, and as consumers are 
interested in the charges for transportation as well upon 
manufactures and merchandise and all commodities of 
general consumption, on lines of the carriers, parties (0 
this proceeding. 

“Your petitioners understand it to be the claim of the 
carriers in this proceeding that if they can show that they 
are entitled to earn more money from their business in the 
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aggregate. then that they have a right to advance rates, 
and the object of this inquiry is not to determine what the 
particular rates should be, but to determine the question as 
to the right of the railroads to greater earnings, and in sup- 
port of that proposition they are proposing to prove that the 
net earnings which they make do not amount to a fair 
return upon the fair value of their property, and they pro- 
pose to prove what the value of those properties are by the 
general opinions of the officials of the carriers, parties 
hereto, together with other items of evidence bearing upon 
the subject of values. 

“Your petitioners say that in so far as the issue is to be 
determined in this proceeding, it is equally important with 
respect to other rates applying on the lines of the inter- 
ested carriers serving the localities where your petitioners 
are engaged in business, as it is with respect to the partic- 
ular advances in rates noted in the tariffs specifically in- 
volved herein, and that therefore petitioners are in all 
particulars as much interested in the determination of 
such issue if it is determined in this proceeding, as if all 
the rates were specifically called in question in this pro- 
ceedng. 

“Petitioners therefore represent to the Commission that 
in view of the far-reaching effects of such conclusion as 
it may reach, that the most searching and detailed investi- 
gation be made into every fact upon which the.correctness 
of such conclusion may depend, and petitioners beg to point 
out the following matters which they deem important to 
be investigated, to the end that petitioners may have an op- 
portunity to make use of the result of such investigation in 
the final argument and submission of this case. 

“(a) That the annual reports do not truly represent 
the amount of the net earnings of the carriers, and the 
betterments and additions which are paid for by charges 
made to the operating expense account afford a material 
accumulation of property from year to year in addition to 
the net earnings reported in the annual reports. 

“Some of the carriers claim the right to adopt the 
policy of making improvements and charge the same to 
operating expenses. Whether this is good policy or not, 
petitioners say that the matter should be thoroughly in- 
vestigated in order to ascertain what the real net earnings 
are. 

“(b) That the depreciation charged off on account of 
equipment as an item of operating expense is not an actual 
expense, because, by repairs and renewals, the equipment 
of most lines is kept in better condition in the aggregate 
than it was when this item of operating expense was first 
begun uncer the new rules of the Commission. 

“(c) That expenditures of money for the purposes of 
representation in the sessions of Congress and state legis- 
latures are embraced in the operating expense accounts 
and are not proper as items to be so charged and paid for 
by the public. 

“(d) Some of the important lines of railroad and 
parts of railroad serving the West and Southwest have 
been for the past few years, and probably still are, going 
through a process of reconstruction and constant improve- 
ments, and that the apportionment of the cost thereof to 
operating expense renders such expenses abnormal, and 
by that method the carriers are accumulating valuable 
properties in addition to net earnings. 

“That reconstruction and repairs of cars and locomo- 
tives, and making them more valuable and serviceable, and 
the renewal of wornout or destroyed cars and locomotives 
by acquiring new ones in their stead, has resulted end 
results in the accumulation of additional property and bet- 
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terments, and to the extent to which it is charged for op- 
erating expenses, should be classed as net earnings. 

“In both of these particulars the amount and character 
of the beiterments charged in operating expenses will de- 
pend upon the policy of a given road. As petitioners would 
point out, the apportionment as petitioners are informed and 
believe, is left entirely to the carrier themselves under 
instructions from the Interstate Commerce Commission, 
but without its supervision. 

“(e) Petitioners protest that the value of the prop- 
erties of the railroads cannot be reliably ascertained from 
either the opinions of railroad officials as to what the 
property is worth or what it would cost to replace it, or 
from the capitalization; but if such opinions are accepted 
for consideration as evidence at all, then your petitioners 
point to the fact, as they believe it to be, that the total and 
detail of the quantities and unit cost of construction is to be 
found in the office of the engineers of interested railroads 
upon which some approximate estimate could be obtained 
through persons qualified to examine such record and make 
up statements of the investment necessary to construct such 
property. 

“The present value of right-of-way and terminal 
grounds as compared to the cost of the same to the rail- 
roads will show a large unearned increment if that value 
is to be made the basis of earnings. Petitioners strongly 
contest the right of railroads to demand of the public a 
return on the value of their real estate above what it cost 
or above its value, for the purposes to which the railroad 
does and must put such property. The fact as to what it 
would cost to presently .purchase similar properties for 
terminals or right-of-way is no criterion of the value of 
such terminals and right-of-way, for the cost may be and 
generally is prohibitive, as is shown by the fact that new 
roads are not being constructed nor terminals acquired in 
large cities. The value of real estate used in the public 
service for the purpose of the railroad’s business should be 
ascertained. 

“The value of bonds and capital stock should be as- 
certained, and in that connection petitioners would show 
that it is often the fact that the value of the capital stock 
is dependent upon the desire for it in order to be able to 
control the railroad. .Hence the extent to which the value 
on the market is affected by that fact should be ascertained 
if the market value is to be considered. 

“(f) If the Commission is to determine from this in- 
vestigation what is a fair return on the property of the 
carrier, petitioners say that it is necessary to first deter- 
mine what is generally the net earnings of investments in 
the same localities as are served by these railroads, and 
by the term ‘net earnings’ petitioners mean the amount of 
gross receipts left after deducting the same character of 
operating expenses for all labor and for every service, su- 
perintendence and attention given to such other invest- 
ments. Petitioners represent that deducting on the same 
method of charging up for every service, every hand’s turn 
and every thought, and for all repairs, renewals, losses and 
depreciation, that the farms, ranches and ordinary real 
estate investments in cities will not on an average earn 
3 per cent exclusive of taxes, on the salable value of such 
properties in the territory occupied by the lines of these 
railroads. 


“(g) Petitioners would further point out that the cost 
of labor, supplies and material and the expenses in the 
operation of farms and ranches have increased in as great 
a ratio as for the expenses of railroads, and that, notwith- 
standing the increase in the price of some products of the 
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farm and ranch, the net profits of the business, if all de- 
ductions should be made as pointed out in Paragraph (f) 
above, have not increased as much as have the profits of 
the railroads for a period of ten years. Furthermore, that 
the ratio or percentage of profits on the present value of 
the investment in farms and ranches based upon their sal- 
able value is far less than it was five or ten years ago, 
and these facts are essential to the correct determination of 
the question involved here. 

“(h) That the increase in the cost of supplies, maie- 
rial and labor is a burden upon the ranchmen and farm- 
ers to the same extent as it is upon the railroads, and the 
roads have no right to shift the burden to the producers 
and consumers by combinations and agreements among 
themselves, and advance rates virtually by means of a 
complete monopoly, whereas the farmers and ranchmen 
cannot transfer the burden to the public by increasing the 
price of what they have to sell and which they must sell 
upon an open market. The conditions which bring about 
the increased cost of living and business are exigencies of 
the business and of the times which both the railroads and 
the producers must accept, neither having the right to 
shift the burden to the other. 

“(j) The value of the traffic which the public fur- 
nishes it and has been constantly increasing, and apparently 
will continue to increase, and since the present inquiry 
involves interstate rates, the volume of the interstate 
traffic on the portions of these railroads within the territory 
under investigation should be ascertained for the series of 
years for the purpose of comparison and indicating the 
earnings from this traffic. 

“That the cost of the performance of the service on 
these through rates for long distances is over the portions 
of railroads having the greatest density of traffic where it 


’ is handled with the greatest economies, and, therefore, the 


facts as to the volume and cost of the handling of traffic 
by operating divisions of these railroads should be ascer- 
tained, and in order to determine the unit cost for hand- 
ling such traffic the cost of operation should be separated 
as between freight and passenger traffic on some uniform 
basis, to enable comparisons to be made one year with 
another on the divisions of a given railroad and as be- 
tween different railroads and operating divisions thereof. 

“Petitioners are informed and believe that operating 
cost for freight transportation over the lines of the Santa 
Fe railroad between Emporia, Kansas, and Chicago, ILIl., 
is less than four mills per ton mile, including all traffic 
handled upon those divisions, and that a sfmilar condition 
exists with respect to the traffic from Missouri Valley to 
Chicago on other lines of railroad. Hence the items of ac- 
tual cost on the portions of the railroads performing service 
in the territory where the tariffs herein at issue apply 
should be ascertained. 

“(j) Petitioners would further point out that the 
economics of operation per unit of traffic in the matter of 
train tonnage, car loading and efficiency of locomotives or 
relative loaded and empty car movement in each direction 
over these same divisions of these railroads are important 
items to be ascertained separately from the genera) aver- 
age of the whole of the given railroads. 

“(k) Petitioners would further point out that the 
present rates upon products of the farm and ranch and on 
commodities mainly consumed by the agricultural and stock 
growing population are, as petitioners believe in most if 
not all instances, higher than they have been in 20 or 25 
years, and that from this time to time they have been 
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increased as have various charges applicable to such trans- 
portation, by agreements and combinations of the carriers 
through the traffic organizations, which have for their 
purpose the increase of rates and preventing the reduction 
of the same, and destroying competition. 


TI. 


“Petitioners say that each and every one of the mat- 
ters hereinabove pointed out is material to the determina- 
tion of the questions involved in this investigation, as the 
petitioners believe, and are necessary to the proper pres 
entation of the contentions of petitioners on final argument 
of this case, and that there is no other way to obtain the 
information except by a searching investigation to be in- 
stituted and carried on by the Commission through its 
various agents, or those which it may employ, and that 
the result of such investigation and all evidence which may 
be obtained thereby should be made a part of the record 
in order that all parties interested may have full opportu 
nity of presenting every theory and contention which such 
facts, together with all of the other facts ahd circum- 
stances, may develop. 

“Wherefore, premises considered, petitioners pray that 
the Commission will make full and detailed investigaton 
so as to ascertain and procure, to be made a part of the 
record herein, each and every fact referred to in the 
foregoing petition.” 


Asks Extended Investigation. 

On behalf of the Illinois Manufacturers’ association, 
Mr. Haynie filed the following: 

“Now comes the Illinois Manufacturers’ association, 
by Haynie & Lust, their counsel, and respectfully move 
this Commission to enter an order requiring such of these 
defendants as are actively engaged in defending in this 
cause, and such others as to this Commission may seem 
meet and proper, to furnish to this complainant, the Illinoi 
Manufacturers’ association, through its counsel, the follow 
ing informafion, papers and documentary evidence, as fol- 
lows, to-wit: 

I. 

“A statement showing the number of miles owned out 
right and mileage operated under a lease or similar con 
tract and the names of every constituent and subsidiar 
company, with full information concerning the capitaliza- 
tion and assets thereof. 

Il. 

“Copies of all traffic agreements, operating contracts 
leases, pooling agreements, running arrangements, or con 
tracts of any kind now in force between these defendants 
and other carriers, coal companies, or industrial corpora- 
tions of any kind. 

Ill. 

“That these defendants and each of them produce 
before this Commission for examination by the engineers 
of this complainant and the engineers of this Commission 
all profiles, maps, surveys, estimates, drawings, specifica- 
tions and engineers’ reports for the entire system of 
railways owned or controlled by these defendants and 
each of them, the documents aforesaid to be furnished 
not only as relating to the railroad itself but to all ter- 
minal facilities and incidental operations in which such 
system may be engaged. 

IV. " 

“That these defendants and each of them produce 
before this Commission for examination by this com- 
plainant the names of the principal contractors who have 
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built extensions or done masonry, concrete or any other 
work for any of these defendants within the five (5) 
years next preceding the date of this motion, together 
with a statement of what work such contractors have 
done, and a copy of the original contract made with such 
contractors. 

Vv. 


“That these defendants and each of them produce 
before this Commission a statement showing each issue 
of securities made by these defendants and each of them 
since the organization of the present corporation, giving 
the date and amount of each such issue and the net 
price at which such issue was sold to the original syn- 
dicate and the names of constituent members of such 
syndicate, and also the capitalization and dividends paid 
by each defendant since its relation. 

VI. 

“That these defendants and each of them prepare 
statements before this Commission showng the amount 
and the character of benefits received in the way of 
gifts from the public and the proceeds thereof. 

VIL. 


“That these defendants and each of them prepare 
statements and bring the same before this Commission 
and be furnished to this complainant, of the names of 
all or any industrial corporations in which these defend- 
ants or any of them may be interested, and particularly 
that these defendants and each of them prepare a state- 
ment showing whether they or either of them hold or 
control any interest by stock ownership or otherwise in 
any of the following corporations: Coal companies, or 
corporations engaged in the manufacture of bricks, ties, 
cars, locomotives, steel, electric light power, or com- 
panies which control any forest or mineral product, or 
any dredge, steamship, express, gas, parlor car, dining 
car, refrigerator car, or similar service; and. that these 
defendants shall state the nature of such ownership or 
interest and the receipts and the benefits derived there- 
from.” 

Paragraphs seven to eleven inclusive called for item- 
ized statements of operating expenses for 1903, 1907, 
1909 and 1910, operating revenues for the same years; 
expenditures for road and equipment from 1903 to 1910 
and outside operations for 1903, 1907, 1909 and 1910, 
classifying the accounts in the manner prescribed by 
the Commission’s regulations. 

The motion continues: 

XII. 


“That these defendants and each of them shall 
prepare statements showing, itemizing and classifying 
the following matters for the years 1903, 1907, 1909 and 
1910, to-wit: Freight earnings per train mile, gross earn- 
ings per mile for operation, net earnings per mile, oper- 
ating expenses per mile, passenger earnings per train 
mile, proportion of operating expenses to earnings, total 
earnings and income, income other than operating reve- 
nue, total number of employes, fixed charges, total 
operating expenses and fixed charges, total operating 
expenses per train mile, total yearly compensation of 
employes. 

XIII. 


“That these defendants and each of them shall 
prepare statements showing, itemizing and classifying 
the following matters for the years 1903, 1907, 1909 and 
1910, to-wit: Total earnings per train mile, freight earn- 
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ings per train mile, passenger earnings per train mile, 
total operating expenses per train mile. 
XIV. 

“That these defendants and each of them shall 
prepare statement showing, itemizing and classifying 
the original cost of their road and the road of each 
of them, and that such statements are to show the 
cost of the right-of-way and of the equipment and all 
matters incidental thereto, in accordance with the rules 
of accounting prescribed by this Commission. 

XV. 

“That these defendants and each of them shall 
prepare statements showing, itemizing and classifying 
the total tonnage of all commodities carried by them, 
itemizing said statements by commodities as hereafter 
classified in Paragraph XIX, and showing on which 
commodities said rates have been increased, and shall 
also show for said years, 1903, 1907, 1909 and 1910, the 
average haul of each commodity. 

XVI. 

“That these defendants and each of them shall 
prepare statements showing, itemizing and classifying 
the following assets on hand, to-wit (and compare same 
with the years, 1903, 1907 and 1909): Bonds, stock and 
other securities owned (itemized), cash and current 
assets, materials and supplies, sinking fund and sun- 
dries, profit and loss. 

XVII. 

“That these defendants and each of them shall 
prepare a statement and submit the same to this Com- 
mission and counsel for this complainant, showing per- 
manent improvements charged to income account which 
these defendants and each of them have made in the 
ten (10) years next preceding the date of this motion. 

XVIII. 

“That these defendants and each of them shall 
prepare a statement showing, itemizing and classifying 
the following matters for the years ending 1903, 1907, 
1909 and 1910, to-wit: Average distance hauled of one 
ton in miles, average amount received for each ton 
of freight, freight earnings per mile road. 

XIX. 

“That these defendants and each of them shall 
prepare a statement showing, itemizing and classifying 
the freight tonnage for the years ending 1903, 1907, 
1909 and 1910, classifying as follows, to-wit: Products 
of agriculture, products of mines, products of forests, 
manufactures, product of animals, ice, merchandise, 
miscellaneous, unclassified tonnage. 

XX. 

“That these defendants and each of them shall 
prepare a statement showing, itemizing and classifying 
their employes, the number of the same, and the com- 
pensation paid, for the years 1903, 1907, 1909 and 1910, 
as follows, to wit: general officers, other officers, gen- 
eral office clerks, station agents, other track men, 
switch tenders, crossing tenders, watchmen, telegraph 
operators and dispatchers, employes account floating 
equipment, all other employes and laborers. 

XXiI. 

"That these defendants and each of them shall prepare 
statements and submit the same to this Commission and 
counsel for this complainant, showing the loss and damage 
account of them and each of them for the years 1903, 1907, 
1908, 1909 and 1910, inclusive. 









XXII. 

“That these defendants and each of them shall prepare 
statements and submit the same to this Commission and 
counsel for this complainant showing the amount of dcck- 
age throughout the country owned by them and each of 
them, and showing and itemizing the steamship and otber 
water transportation companies in which they or either of 
them are interested by stock ownership or otherwise; and 
these defendants shall also show such dockage charges as 
may be charged to the freight revenue, for the years 1903, 
1907, 1909 and 1910. 

XXII. 

“That these defendants and each of them shall prepare 
statements showing all charges made against freight earn- 
ings for terminal, warehouse, bridge, ferry or other 
charges, for the years 1903, 1907, 1909 and 1910, inclusive.: 

XXIV. 

“That these defendants and each of them shall prepare 
statements showing the total amount of equipment and 
classifying the cars in the manner hereinbefore specifically 
shown in the notes to Paragraph X, now owned by these 
defendants or any of them, and also shall prepare such 
statements for the years 1903, 1907, 1908 and 1909, inclu- 
sive, and shall specify the number equipped with safety 
appliances and time-saving apparatus and other devices 
which tend toward efficient operation. 

XXV. 

“That these defendants and each of them shall prepare 
copies of all contracts which they or any of them may 
have with car repair, railroad equipment, supply, fuel, 
timber, land, construction or other corporations of like 
character, and shall furnish such copies to this Commission 
and counsel for this complainant.” 

Mr. Horton interrupted to inquire why this had been 
introduced at this time, but the Commission declined to 
hear his objections. 

Mr. Thorne entered the appearance of the Farmers’ 
Co-operative association. 

He also said he would make the same motion made at 
New York, attacking the evidence submitted because of 
the impossibility of cross-examining competent witnesses 
on the exhibits filed. 

Illinois Central Begins Case. 

C. M. Kittle, statistician of the Illinois Central, was 
called as the first witness. Mr. Horton, in putting the 
witness on the stand, stated that the purpose was to show 
where the money of the railroad was going. Exhibit 
one showed the amount expended for drainage, etc.; this 
increased in 1891 from 57 cents per mile of line to over $15 
in 1910. Exhibit two showed the increase in amount paid 
for personal injuries. In 1891, $147,364 was paid; in 1900, 
over $273,000; 1910, $551,954. The percentage of increase 
for the ten years ending 1910 over the previous decade was 
stated as 124.71 per cent. 

Commissioner Clark wanted to know whether part 
of this increase was not accounted for by increased mile- 
age and increased number of employes. Mr. Horton ad- 
mitted that this was true. 

_ Commissioner Lane also questioned the lawyer. Coun- 
sel for the carrier replied that the purpose of the exhibits 
was to show that other things besides gross earnings had 
increased. He stated that great stress has been laid on 
advances in wages; he wanted to show that other in- 
creases had been added to the burdens of the carriers. 

Exhibit 3 dealt with the increase of loss and damage 
claims to freight. In 1891 this was $60,696.04; for the 
decade ending in 1900, $748,138.72; in 1901, $118,958.53; 
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1910, $584,560.56; for the ten years, $4,845,470.98. The per- 
centage of increase 1891-1910 was 547.67. The percentage 
of claims paid to the gross freight revenue increased from 
49 per cent in 1900 to 1.48 per cent in 1910. 

Commissioner Lane inquired as to great increase for 
1908 over 1907, $827,000 as against $475,000, or an increase 
in percentage from 125 to 237. Witness could give no spe- 
cial explanation. 

The next exhibit showed the additional expenses 
through the operation of the safety appliances and hour 
of service laws, 1908-1910. This was $360,372.71. In reply 
to a question from Commissioner Clark, Mr. Kittle stated 
that amount charged to appliances was the additional cost 
of inspection. 

Cost of Material Increases. 

The increase in the cost of matérial was taken up on 

the next exhibit, which follows: 





‘ Cost in Cost in 

Material— 1910. 1900. Inc. % 
Lumber, 12x12x20, per 1,000 ft........ $13.00 $ 9.00 44 
SE ES rare ee -50 -35 43 
Pare, ORR, Der 1,008 Fl. ic ccc ccccccc 9.00 9.00 ~ 
Be es, Se OWNS 6 diva Geswiiwe 0 6a pit on d0e 1.50 1.50 * 
FR SO OE eee 1.65 1.20 3 
Track spikes 1.56 15 
Track bolts 1.75 28 
Switches, 75-lb. 26.50 14 
Steel rail, per ton, Bessemer......... oreo 26.00 10 
Steel rail, open hearth ap ddaubA a 4 am's 6.6 30.00 oad ne 
Bridge iron, deck plate girders, per ton 25.10 32.00 21 
nie iron, through plate girders.... 26.10 33.00 #21 
OMNIA, “OE WOO iS. seis cis ieicicccts 51 -42 21 
Drain tile, 6-inch, per 100............. 20.00 17.00 18 
Cast-iron culvert pipe, per ton....... 26.85 30.00 *11 
Switch lamps, per dozen............. 48.00 45.00 7 
Steam hose, %-inch, per ft........... -73 .59 22 
Ai? ‘hose, T-MGE, DOF TEs. cc. cccvcccce .38 oe 19 
Fire hose, 2%-inch, per ft............ .56 .30 87 
Air brake hose, 13-inch, per ft....... .435 .405 7 
Car siding, white pine, per 1,000 ft.... 38.00 26.25 45 
Car siding, yellow pine............+.. 21.00 16.00 3 
Turpentine, per gallon .............- -70 .50 40 
Linseed oil, per gallOM........-..+e00- .85 61 39 
White lead, per pound................ -0637 -575 il 
Vaermiah, mer @RHONn cess cseiecivivccs 2.50 2.50 i 
TANOW, DOP WOU ..ccccdweccccccccess -085 -0625 36 
Lantern frames, per dozen........... 6.50 5.00 30 


*Decrease. 

Advances in the cost of labor was taken up in the 
next exhibits. For instance, it was stated that wages 
at the Chicago local freight houses for 1910 totaled 
$706,373.37; had the 1905 scale of wages been applied 
the figure would have been $498,147.65. The statement 
showed that there had been considerable increases in 
the average wage paid to the employes. 

Further, it was brought out that on August 27, 
1910, an increase of $60,000 for the next year was 
granted to these same employes. 

In response to questions by Commissioner’ Clements, 
witness stated that there was no attempt to compare 
gross wages of 1905 and 1910, but what the same 
amount of work in 1910 would have cost if the scale 
of pay of 1905 had been applicable. 

Exhibit 9 was filed to show the increase in cost of 
consolidation locomotives. In 1902, th» locomotive cost 
$15,700; in 1910, $18,650, an increase of 19 per cent; 
in potentiality, the engine increased from 2,000 tons 
to 2,100 tons, an increase of 5 per cent. Increase of 
cost of cars was also dealt with in the same exhibit. 
It was stated that in 1909 a fifty-ton box car cost over 
$1,200; a forty-ton in 1901 only $785—an increase of 
56 per cent in cost and of only 25 per cent in capacity. 
Coal cars showed an increase of 47 per cent in cost and 
only 25 per cent in carrying capacity. 

Added burdens through increase in cost of coal was 
shown by a statement that in 1910, coal cost the road 
$4,043,510.25; for the same amount on the 1900 basis, it 
would have cost $3,290,250.53. The increased cost of 
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fuel through the advance in price due to the miners’ 
strike would bring the 1911 cost, figuring the same 
amount is used as in 1910, to $4,335,388.96. 

“Where do you get most of your coal?” asked 
Commissioner Lane. 

“Tllinois and Kentucky.” 

“Have you any mines of your own?” 

“No, sir,” was the reply. 


Kittle Continues Testimony. 


Continuing his explanation of the exhibits filed, 
Mr, Kittle said that Exhibit 10 was.to show the in- 
creased cost of material and labor in 1910 over 1900. 
A summary of the increases in maintenance of way, equip- 
ment, transportation, etc., totaled $5,799,466. 

A summary of the increases allowed and pending since 
January 1, 1910, gave $929,000 as allowed and $655,680 pend- 
ing. It was explained that this increase was figured on 
the basis of the same amount of labor as in the last year. 
The pending increase as stated was that demanded by the 
locomotive engineers. 

In reply to questions from Mr. Lyon, who opened the 
cross-examination, witness stated that efficiency of labor 
or durability and efficiency of equipment were questions 
he was not competent to discuss. 

Mr. Lyon then reverted to the exhibit of loss and dam- 
age claims, calling attention to the fact that after 1903 the 
loss and damage account increased over 100 per cent. Mr. 
Kittle could give no explanation of this and stated that 
there had been no change in the claim handling system at 
that time. 

Mr. Norton suggested that it was due to the fact the 
shippers were more highly organized. Mr. Lyon answered 
that if that was the case, there was a great increase in the 
shippers’ efficiency. 

The next inquiries were directed at the cost of coal. 
Witness was unable to state particular prices paid, but 
stated that the company was now purchasing a less efficient 
coal. 

Mr. Thorne wanted to know if the increase in claims 
after 1903 was due to a cessation of rebates. Mr. Kiitle 
replied that he could not furnish any records as to the 
amount of money paid in rebates prior to 1904; that, if 
such records were in existence, they were not under his 
jurisdiction. 

Will Shippers Pay Back Rebates? 


Mr, Norton interrupted with the inquiry as to whether 
the shippers proposed to make restitution of these illegal 
refunds. Mr. Thorne objected to the question thus inter- 
jected, declaring it absolutely foreign to the subject. Coun- 
sel for the railroad persisted, declaring that if this subject 
was to be touched, the shippers must come into court with 
clean hands. Commissioner Clements interrupted with the 
statement that no accusation had been made and the cross- 
examination was continued. ' 

Mr. Thorne made requests for more detailed data, sup- 
plementing exhibits already filed. The witness said he 
would furnish it. 

Mr. Atwood took up Exhibit 1. Mr. Kittle stated that 
80 per cent of the drainage was outside of the cities, side- 
walks, sewers and pavements, largely—almost exclusively— 
within. Witness stated that he could not furnish data 
as to number of cities represented and traffic flowing 
through said cities. 

Reverting to the exhibit as to increased cost of opera- 
tion due to safety appliances and hours of service, witness 
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again reiterated his statement that the increases here re- 
lated only to labor. 

Mr. Atwood then wanted to know whether supplies had 
been purchased in the open market of railroad supplies 
or by special contract. The witness answered that he had 
no knowledge on this subject. 

Mr. Kittle was asked if he knew that the cost of opera- 
tion of the engines had decreased; if he knew that effi- 
ciency, for the decade ending 1910, had increased from 100 
to 137 per cent; the cost of operation had shrunk from 100 
to 82 per cent. Witness stated that he had never heard 
such a statement. 

Mr. Lust, for the Illinois Manufacturers’ association, 
took up the question of wage scales. He asked that the 
rate paid to employes at local freight houses at Memphis 
and New Orleans. The witness stated that he believed 
the average to be about the same as at Chicago. Mr. 
Horton objected to furnishing this data without an order 
from the Commission. It was finally decided that all re- 
quests for information, with a statement of the purpose for 
which they were called, be referred to the Commission for 
consideration and ruling. 

On redirect examination, Mr. Kittle replied that figures 
in Exhibit 5, increase in cost of material, represented ma- 
terial bought for company use only, and not for car-repair 
companies. 

V. D. Fort, general freight agent of the northern and 
western lines of the Illinois Central, was the next witness 
called. 

Tariff Printing Adds to Burden. 

The first exhibit, No. 11, that the witness was asked to 
explain was that showing increases in expenditures since 
1905 due to tariff revision necessitated by the Hepburn act 
and the tariff rulings of the Commission. The percentage, 
1909 over 1905, was 66.7 per cent. Clerical help in revision 
and publication of tariffs increased in cost from $74,829.94 
in 1905 to $124,788.71 in 1909. 

Commissioner Lane took exception to assigning the 
Hepburn act as the cause of this increase. Witness had 
previously qualified this by stating part was undoubtedly 
due to a natural increase in business. Mr. Fort, under 
cross-examinaticn by the Commissioner, admitted that the 
increase was due, not so much to a change in the law, 
but to the fact that the Commission was holding the car- 
riers to a strict obedience to its provisions. 

Tariff printing in 1905 was given as over $71,000; 
in 1909, $144,891.61. Commissioner Lane wanted to know 
whether part of this increase.was not due to the fact that 
the railroads were printing all the rates they quoted and 
whether it was not probable that there would be a decrease, 
now that most of the tariff publications were lined up in 
accordance with the Commission’s rules, in this item. 
Witness replied that in the distant future there would prob- 
ably be, but he could see no immediate lessening of this 
expense. 

The cost of tariff indices was segregated in the next 
exhibit; for 1909 this was given as nearly $15,000. Mr. Fort 
stated that this was an expense which brought the carriers 
no return and was of benefit to the Commission only. 

Commissioner Clark interrupted to ask if witness knew 
that the law required that carriers post every issue at their 
stations. Witness admitted that he did. The commis- 
sioner then asked if the modification permitted, whereby 
the indices were substituted in lieu of tariffs at many 
points, had not meant an actual decrease in expense by 
lessening tariff publication cost. Mr. Horton hastened to 
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add that the exhibit was offered in no spirit of criticism 
of the Commisson and the witness admtted that the cost 
of indices were less than would ensue were the carriers 
required to post issues of every tariff at each station. 

On cross-examination by Mr. Lyon, the witness stated 
that the tariff requirements of the Commission had not 
saved the road any money. 

Mr. Horton objected to the line of questioning pursued 
by the Commission’s attorney, declaring that Mr. Lyon had 
no right to ask witness’s opinion of the law. Counsel for 
the railroad stated that in this case the Illinois Central was 
willing to concede that the interstate commerce act was a 
good law, but that it cost the road money. 

Mr. Lyon replied that if he was allowed to continue his 
examination he might show how the law had saved them 
money. Mr. Horton replied that he would be pleased to 
learn it. 

The Afternoon Session. 


‘ Comptroller Martin P. Blauvelt was the first wit- 
ness called in the Monday afternoon session. Witness 
stated that he had held that position about seven 
months and that he had performed similar services 
for the Erie for 22 years. 

The first exhibit, No. 15, which witness was 
called on to explain was one showing tonnage statistics 
from 1901 to 1910. This showed a _ steady increase 
in the number of tons of revenue freight carried; 
the number of tons carried one mile also showed an 
increase. In 1908, however, there was a decrease in 
tonnage as compared with 1907, a further falling off 
in 1909, but an increase in 1910. The average dis- 
tance of the haul for 1910 was shown to be the small- 
est since 1904. The average distance in 1910 was 
238.48 miles, the average rate per ton per mile was 
.589 cent. 

Witness was asked if the fact that there had been 
a falling off in the average distance and likewise a 
decrease in the average rate per ton per mile would 
indicate a lessening charge for transportation. Mr. 
Blauvelt answered in the affirmative. 

The next exhibit was a statement of expenditures 
in which betterments and additions charged to opera- 
tion had been segregated. Here the cost of railroad 
and equipment in 1907 was $204,727,680;. in 1910, $277,- 
311,332. Gross operating income and expenses were 
also included in the table. It .developed from the 
same table that the ratio of taxes had also increased. 
The percentage which the net operating income bore 
to cost of railroad and equipment in 1901 was 5.40 
per cent; 1902, 5.98; 1903, 5.86; 1904, 5.02; 1905, 5.87; 
1906, 6.08; 1907, 6.42; 1908, 4.91; 1909, 4.89, and 4.61 
per cent in 1910—an average for ten years of 5.48 per 
cent. 

Mortgages Better Than Rail Stocks. 

Witness was asked if he knew the ordinary re- 
turn on a gilt-edged farm mortgage. He replied that 
he believed it ran from 5% to 6 per cent. Mr. Horton 
contrasted this with the return received by the Illinois 
Central during the past three years. 

Mr. Bilauvelt was asked if he knew of any other 
successful line of business, with the same element of 
risk that produced as low a return. 

“Not successful; no,” responded the witness. 

The next exhibit was intended primarily to show 
for the last twenty years the return on the investment 
as compared with the capitalization. Mileage increased 
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from 2,875 miles in 1890 to 4,551 miles in 1910. The 
same statement showed a falling off of between three 
and four millions in net income between 1907 and 
1910. Witness stated that since 1905 a seven per cent 
dividend had been taken. 

Mr. Blauvelt stated that at the present rate of 
increase in income and expenses there would be no 
surplus after paying dividends in 1911. 

Witness stated that the repair of equipment for 
last three years had meant a loss of from $1,000,000 
to $1,500,000; that for 1910 the loss in this direction 
had been from six to seven hundred thousand dollars, 
about $300,000 of which had been recovered and so 
shown in the exhibit. 

Mr. Blauvelt further stated that if wage scale of 
last two months of fiscal year had been applied to 
the entire twelvemonth, the surplus would have been 
changed to a deficit of about $1,000,000. If scale in 
effect since January 1 had applied to the entire year 
the dividend rate would not have bee. justified. 


Clements Interested in Stocks and Bonds. 


Commissioner Clements inquired as to the increases 
of capital stock from $40,000,000 plus in 1890 to $109.- 
000,000 plus in 1910 and of bonded debt from $62, 
000,000 to $176,000,000 in the same period. Mr. Blauv- 
velt replied that all this represented betterments and 
improvements put into the property. 

The Commissioner asked if there had ever been 
a stock dividend issued. The witness replied that he 
did not believe that this had ever been done. 

The witness was asked to make up a statement 
showing how much of the money received for stock 
had been used in the purchase of stock in other lines. 

Mr. Atwood asked the witness to explain why stock 
should be sold to stockholders at par when the market 
valu was 150. Comptroller Blauvelt declared that one 
was the business end—a consideration of the equities 
of the stockholder—the other the Wall Street end. 

Counsel for the shippers wanted to know the dif 
ference between issuing stock to the stockholders ai 
par when the market value was 150 to passing a stock 
dividend to represent this difference in the two fig 
ures. Witness would not admit that there was no dif- 
ference. 

Mr. Horton asked the witness whether it was not 
true that in the case of selling stock to stockholders 
at par, the corporation obligated itself to pay dividends 
on the par value only, regardless of the Wall Street 
value; whereas, if a stock dividend were passed, the 
obligations of the company for dividends to be paid 
on stock would be _ correspondingly increased. Mr. 
Blauvelt agreed with this exposition of the situation 

Commissioner Clements then wanted to know 
whether it was not true that the market value was 
influenced by the dividend rate. This was acknowl- 
edged to be in a large measure correct. 


Road Not Overcapitalized. 

In response to questions from Commissioner Lane 
Mr. Blauvelt stated that he believed the $277,000,000 of 
capital stock and funded debt represented actual cash 
and not even all the money invested in the property. 
Further, that $35,000,000 had been appropriated from in- 
come without being capitalized. He stated that an exam- 
ination of the books had been made for figures as far 
back as 1856. 
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Mr. Lyon interrupted to state that in the last nine 
years $35,000,000 had been spent out of earnings for per- 
manent improvements. 

Mr. Blauvelt declared that there had been no accu- 
mulation or duplication, that the increase represented 
actual money put into the property; that he believed that 
some of the expenditures that have been made from 
earnings might properly be capitalized. Mr. Lane then 
inquired whether the situation here revealed was the 
same as that of the Alton. 

“No,” came the sharp rejoinder. 

“Why not?” continued Commissioner Lane. 

Because these improvements have not been capital- 
ized, was ‘the witness’ explanation. He declared, however, 
if the Alton could make a statement along similar lines, 
the much-attacked capitalization of the betterments and 
additions was justifiable. 


Lyon Quizzes Comptroller. 

Mr. Lyon opened the cross-examination of Comp- 
troller Blauvelt. After an extended inquiry into the man- 
ner in which the figures in exhibit 16 had been pre- 
pared, the Commission’s attorney reverted to the state- 
ment with respect to wage increases, and asked for a 
further explanation of his statement as to a possible 
deficit of $1,000,000 next year. Witness replied that he 
did not mean to make such a bald statement; what he 
meant was that, applying the higher wage scales now 
in effect, to last year’s business, and assuming there was 
no increase in gross revenues—there would: be a short- 
age of $1,000,000 when it came to paying a seven per 
cent dividend. 

Mr. Atwood then took the witness in hand. Mr. 
Blauvelt and the lawyer again indulged in considerable 
verbal fencing on the question of the difference between 
selling stock with a market value of 150 and giving a 
stock dividend. The comptroller accused Mr. Atwood’s 
statement to be very biased. 

In explanation, he declared that it was one thing to 
be able to sell one share at par, but if $15,000,000 worth 
of stock was thrown on the market at one time there 
would be a glut that would probably force down the 
market premium at which stock was then being sold. 

It appears that, since 1900, stockholders have had an 
opportunity to subscribe for about $50,000,000 of stock 
at par, 

The witness was asked to state what it had cost 
the Illinois Central to obtain control of its subsidiary 
lines. He stated that while it was probably possible to 
ascertain this the detailed work involved would be con- 
siderable. 

Mr. Blauvelt was asked how the Dubuque & Sioux 
City line was controlled. 

“By lease.” 

Controls Dubuque & Sioux City. 


Whether it owned stock was next asked. Witness 
replied that the large majority of the stock was owned 
by the Illinois Central. Whether the purchase was made 
in the open market, witness could not say. Mr. Blauvelt 
stated that no bonds were sold or stock issued to buy 
the $11,000,000 stock of the Dubuque & Sioux City, the 
inference being that it had been purchased from the I. 
C.’s surplus revenues. Mr. Blauvelt qualified this by 
saying that he may have been in error in this, but he 
believed this statement to be correct. 

Commissioner Clements interrupted to inquire as to 
the par value of the total capital stock of the Dubuque 
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& Sioux City. Witness replied that it was something less 
than $12,000,000. 

Mr. Blauvelt was asked to what account the divi- 
dends from this stock were credited. He answered that 
it went to income other than operation, but that this 
revenue was used in meeting the expenditures of the 
Illinois Central the same as any other money received 
by it. 

Witness was asked if the Illinois Central owned any 
of the bonds of its subsidiary companies. He answered 
in the affirmative. Pressed for an answer as to the 
amount, he stated that he did not care to approximate 
the figure. He was then asked if it would be several 
millions of dollars and replied that it would. 

Mr. Blauvelt stated, in reply to a question from Mr. 
Thorne, that in the last year the rate changes on the 
whole had been in the nature of reductions. Shifting 
his line of attack to the exhibit of average rates and 
haul, the Iowa attorney asked the witness as to the 
figures, a higher per ton per mile revenue in 1910 than 
in 1904, 1905 or 1906. Witness called attention to the 
fact that the average haul had, however, been greater 
in the earlier years. 

Coming back to the question of the $35,000,000 dis- 
covered which had been applied to betterments but had 
not been capitalized. Mr. Blauvelt, in response to 
queries of Mr. Thorne, answered that he did not think 
this appropriation out of the way, even if the $35,000,000 
had been derived from rates—something of which the 
witness stated he had no knowledge. 

Witness was asked to explain large increase in main- 
tenance of way expenses in 1910 as compared with the 
previous year. Mr. Horton interrupted with the state- 
ment that the road’s engineer would be put on the stand 
to show how this came about. 

Mr. Blauvelt was then asked as to large increases in 
cost of maintenance of equipment. Witness included car 
repairs and the graft expenditures, legitimate repair ex- 
penses, wages advances and repair accounts hanging over 
from the previous year. 

Mr. Thorne appealed to the Commission to order 
more definite information, and not what he termed “gen- 
eralizations.” Mr. Blauvelt took exception to this char- 
acterization. 

Mr. Blauvelt stated that a third of the cars were 
in bad order at the beginning of 1910; that it was not 
expected that there would be a repetition of such an 
abnormal expense. Of $2,000,000 increase in maintenance 
of equipment, about $1,600,000 went to car repairs. 


Lust on Trail of $32,000,000. 

Mr. Lust furnished the witness with a copy of the 
report of the Illinois Railroad and Warehouse Commission 
for 1908. Mr. Blauvelt was asked to read the valuation 
of the road; it was $129,000,000 plus; cash and current 
assets, $10,000,000 plus; total bonds owned, $86,000,000 
plus. 

The comptroller was then referred to his exhibits 
showing total capitalization in 1908 as $251,000,000; in 
1909, $285,000,000; the value of the road, $273,000,000 and 
$275,000,000, respectively. An increase in value of $2,000,- 
000; in stock, of $34,000,000. Where did the $32,000,000 
go? demanded the attorney. 

Mr. Blauvelt stated that the road created a large 
floating debt, added to the value of the line before it was 
capitalized; replacing borrowed money, paying off obli- 
gations incurred in construction, by funded debt or stock. 
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He was then asked what the particular $34,000,000 
had been expended for. After referring to his papers, 
the comptroller replied that a large part went to equip- 
ment, about $7,000,000; a new line to Birmingham, to 
Nashville, the Kensington & Eastern and the Memphis 
& State Line. 

Commissioner Clements suggested that shippers’ coun- 
sel confer and see if it is not practical to have one 
attorney cross-examine a witness as a means of saving 
time and expediting the hearing. 

Adjournment was taken at this point until 10 o’clock 
Tuesday morning. 

The appearance of John S. Dawson and E. H. Hogue- 
land for the Kansas state railroad commission was entered 
at the opening of the Tuesday session. 


Blauvelt Again on Stand, 


Mr. Blauvelt again took the stand. Mr. Lust asked 
the witness to read into the record a letter from the rail- 
road commission addressed to Secretary Kilpatrick of the 
Illinois railroad and warehouse commission, relating to 
the omission of $48,000,000 odd collateral trust bonds from 
the recapitulation of the capital account. This letter ex- 
plained that these bonds were secured by underlying se- 
curities déposited with various trust companies and were 
not a proper charge against the property. The letter fur- 
ther stated that wherever this item had been questioned, 
the reasons set forth in this letter had been accepted as a 
satisfactory explanation of the omission. 

The witness was then directed to refer to the report of 
the I. C. to the state commission for the fiscal year of 
1909. In reply to questions from Mr. Lust, he stated that 
the report showed about $34,000,000 bonds still in the com- 
pany’s treasury. Mr. Blauvelt stated that about $30,000,000 
of this was equipment trust bonds. The comptroller said 
that in the statements filed by him with the commission, 
about $30,000,000 bonds—issued as a “‘war-time” measure, 
but held in the company’s treasury—had in every exhibit 
been omitted. This it was felt did not affect the exhibits 
submitted in this case. 

Witness was asked if he knew whether the Illinois 
Central owned the Cairo Bridge Company. He stated that 
he did not believe the railroad owned any of the stock, but 
admitted that his road was obliged to maintain the bridge. 

Attorney Lyon, referring to the exhibit of general 
operations, wanted to know whether all charges for aban- 
doned properties had been written off. Mr. Blauvelt was 
not sure as to whether every item had been deducted, but 
stated that this had been done in recent years. 

Mr, Blauvelt stated that he did not know whether, in 
former years, when a line was straightened, the abandoned 
track was written off, but that in recent years this had been 
done in accordance with the accounting regulations of the 
Commission. 

The surrender of the option and joint control with the 
Southern railway of the Tennessee Central was cited by the 
witness as an instance in which abandonment had been 
written off. 


Lyon Cross-Examines Witness. 


Mr, Lyon stated that he understood the witness to 
have stated that the increase in the cost of maintenance of 
equipment last year over the previous year had been 
abnormal. This increase was about 20 per cent. The 
witness was asked if 10 per cent was not a fair average 
increase. He replied that he did not believe an average 
could be arrived at. Pressed further, he admitted that if 
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the average increase ran from 8 to 10 per cent for a series 
of years, it was a factor to be taken into consideration. 

The Commission’s attorney then wanted to know if the 
abnormal cost of car repair—due to the large number in 
bad order—was not repeated next year, if the difference 
between the normal increase in maintenance and business 
would not be able to take care of the wage increases cited. 
Mr. Blauvelt felt that he did not care to give an estimate 
on future business. Mr. Lyon retorted that the whole case 
was being built up on estimates, of wages, etc. 

Mr. Blauvelt stated that he hoped the cost of main- 
tenance of equipment in 1911 would be lower than in 
1910. 

“If the business of the Illinois Central increases 
normally next year and there is no abnormal expenses, 
will not the Illinois Central be in a better financial 
condition than now?” queried Mr, Lyon. 

“T hope so.” 

“And would not that take care of the wage in- 
creases?” 

“Tt should.” 

On redirect examination, Mr. Blauvelt stated that 
the abnormal number of cars repaired last year would 
indicate that the maintenance of equipment was held 
down to an abnormally low level the year previous. 


Take Up |. C. Subsidiaries. 

Reverting to the purchase of the Dubuque & Sioux 
City, witness stated that the $11,000,000 stock was 
purchased by the [Illinois Central for about $6,800,000. 
The money used to buy this stock was taken out of 
the treasury and securities afterward issued to replace 
the money so expended. In response to queries from 
Commissioner Clark, Mr. Blauvelt stated that all stocks 
were purchased through the issuance of securities of 
the Illinois Central. 

The witness stated that it was better for the com- 
pany’s credit to issue stock to stockholders at par than 
to throw the issue on the market in the hope of selling 
at a premium. 

The comptroller stated that he had made an exam- 
ination of the books and found that no stock dividend 
had ever been passed or sold at less than par. Back 
in °95, $10,000,000 was issued at a time when the stock 
was less than par; of this $2,500,000 was taken by 
stockholders, the remainder by a syndicate which loaned 
the company money at 4 per cent and took the stock 
at par. 

“In your judgment, can the railroad continue to 
borrow and show no surplus?” inquired Mr. Horton. 

“It cannot.” 

Mr. Horton stated that the company had been in 
existence about 60 years; had been able to dispose of 
stock at par and low rate of interest and bond and 
now had only a surplus, after dividends last year, of 
$237,000. Mr. Blauvelt stated that it would indicate 
that the road had been excellently and conservatively 
financed. 

In reply to questions from Mr. Horton, he was of 
the opinion that the small surplus last year gave a 
clear indication that expenses of the company had 
largely increased. 

“How far back did your investigation of stock divi 
dends go?” asked Mr. Thorne. 

“About thirty years.” 

Mr. Horton inquired of Mr. Lust whether he would 
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furnish a list of four or five of its largest shippers who 
would furnish the Illinois Central with a detailed statement 
of their financial operations, to see if their returns 
were only 4.61 per cent. Mr. Lust said he would find out 
if any members of the Illinois Manufacturers’ association 
would be willing to do this, but declared that such a 
statement had been filed by one of its members, the 
Commonwealth-Edison company, in the Illinois coal case. 
Park Testifies for Illinois Central. 

W. L. Park, vice-president in charge of operation, 
was the next witness called. 

Witness was asked if he was acquainted with the 
road’s general physical conditions and its pressing neces- 
sities. He declared it was his opinion that there had 
been many deferred improvements; that the road’s condi- 
tion was not all the public demanded, both from freight 
and passenger traffic standpoints. 

Mr. Park stated that the gross earnings had in- 
creased from $37,000,000 in 1900 to $59,000,000 in 1910. 
During the same period the operating expenses jumped 
from $24,000,000 to $44,000,000. The operating ratio in 
1901, excluding taxes, was 64.75; in 1910, 74.21 per cent. 

Efforts have been made, said the witness, to meet 
this narrowing margin between gross revenue and ex- 
penses; economies of operation, such as lessening curves, 
increasing trainloads, etc., have been introduced. In 
i901 the average trainload was 221 tons; in 1910, 422 
tons: at the same time, increase in the weight and 
tractive power of locomotives and the carrying capacity 
of the cars. 

Despite these economies, the effort to stay the nar- 
rowing margin between revenue and expenses has not 
been successful. Likwise, the changes to introduce the 
economies of operation have caused large expenditures. 
These expenditures, it is true, have enabled the company 
to handle more business, but the primary purpose was 
economy in operation; a large number of these outlays 
cut no figure in increased business. 

On the important main lines of the I. C. any further 
economies would be practically impossible, was Mr. 
Park’s opinion, unless enormous sums of money were ex- 
pended. Along the same line, it was stated that the so- 
called rest law has restricted the size of the trains and 
acted as a partial barrier to further improvements along 
these lines. 

The many improvements in construction have been 
made, not only in the interest of economy of operation, 
but to satisfy the demands of the public—better service 
and greater safety. This all means, declared the wit- 
ness, additions to the capital account and increased fixed 
charges. 

Park Continues Testimony. . 


Continuing his testimony, Mr. Park estimated that 
to properly equip the line with automatic signals would 
cost $5,000,000; the maintenance about $500,000 a year. 

The witness was of the opinion that more considera- 
tion should be given the comfort of the employes. He 
favored the establishment of rest-rooms at terminal 
points. Railroading was a very hazardous occupation; 
many lives depended upon the care and attention of the 
employes, and some commensurate attention should be 
given the employes themselves. Citing the grewsome 
toll of 96,000 lives lost on railroads in the decade ending 
in 1900, he stated that 80 per cent of the accidents are 
due to the human equation. 

Mr. Horton next questioned the witness on the rela- 
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tion between increased business and increased expenses. 
It was pointed out that with heavier tonnage, singe-track 
roads became inadequate, more up-to-date construction 
was demanded. All this required additional capital. 
Unless the railroad, with its necessity for borrowing 


money, can show a surplus and a fair dividend rate, its 
efforts to obtain additional funds do not attract investors, 


Since January 1, 1910, wages on the Illinois Central, 
stated Mr. Park, had increased $929,000. The more im- 
portant increases have been made through arbitration. 
The claims for higher pay have, as a rule, been based 
on the high cost of living. 

It is equally true, however, that the railroad’s cost 
of living has increased, was Mr. Park’s contention. 

The effect of increased expense of operation from 
making improvements and additions to maintain a high 
standard and keep abreast of the times on the borrow- 
ing of the necessary money has been to render the ob- 
taining of funds difficult. Mr. Park stated that many 
improvements suggested had been held up by the man- 
agement. 

Could Spend $30,000,000 More. 

The witness testified that the roads should spend 
about $25,000,000 or $30,000,000 more on improvements. 
Second and double-track, depot facilities at Chicago, St. 
Louis, Memphis and New Orleans, roundhouse and ter- 
minal facilities were cited as among the things for which 
this amount should be expended. 

The witness was asked to compare return from aver- 
age large enterprises, other than railroads, with the 
I. C.’s average return of less than five per cent. Mr. 
Lust objected to the question as irrelevant. Commis- 
sioner Clements ruled that the witness might answer. 
Mr. Park replied that he believed statistics would show 
an average return of about 12 per cent. 

Answering questions by Mr. Horton, the witness de- 
clared that he believed that improvements which add 
nothing to the railroad’s earning power should come out 
of earnings. He was also of the opinion that rates 


should be so adjusted that in lean years a cessation 
of improvements would not be necessitated. 


“What is a reasonable rate?” queried Mr. Horton. 

‘‘A reasonable rate is the fair value of the service 
to the shipper; it should never, perhaps, exceed that 
amount and, on the other hand, it should never fall be- 
low a fair return on the value of the property devoted 
to the service.” 

Rates should not be limited to how little the railroad 
can earn, but to a fair value of the service—even should 
large tonnage and favorable location mean large returns 
to the carrier. 

Elements in Value of Service. 

Water transportation, the relation of the cost of the 
article shipped to the freight rate, the cost of the arti- 
cle, were elements the witness felt should be considered 
in determining the fair value of the service rendered. 

The witness was asked what would be the effect of 
the amendment to the safety appliances act of April 
last. He replied that the superintendent of the road had 
told him that unless the law was radically modified or 
the time of compliance therewith, in 1911 the Illinois 
Central would be forced to expend over $2,000,000. Mr. 
Park made it plain, however, that he was not quarreling 


with the wisdom of the law; on the contrary, he believed 
it a proper step in the right direction. 


In view of the changes that are constantly taking 
place in the statutory burdens of the carriers, it. was 
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felt that the future must be looked to; that 1910 could 
not be taken as a criterion. Mr. Park stated that not a 
day passed in which he was not called upon to approve 
some expenditure for a flagman, an alarm bell, a switch, 
etc. 

As a practical railroad man, he declared he could see 
no further economies of operation that could be prac- 
ticed that would widen the narrowing margin between 
expenses and income. 


Train Speed Increases. 

On cross-examination by Mr. Lyon, the witness said 
that he thought the Illinois Central operated freight 
trains faster than any other road with which he had 
ever had experience. This applied particularly to high- 
class commodities; whereas, the speed at which coal and 
other coarse commodities were handled was lower. It 
was the witness’ impression that, on an average, the 
speed of freight trains has increased. 

Mr. Park was of the opinion that the saving effected 
by the installation of automatic signals and other safety 
devices was not sufficient to pay the interest on the cost 
of installation and the maintenance. 

The witness stated that it was his opinion that the 
annual surplus was between $4,000,000 and $5,000,000. 
Out of this, he felt, should be paid betterments and addi- 
tions that add nothing to the earning power of the road. 

“Do you think there is any disposition on the part 
of the carriers to be a little easier in the matter of claim 
payments?” queried Mr. Lyon. 

Mr. Park replied that the tendency was the other 
way, but that the shippers were more expert in the pres- 
entation of their claims. He admitted that the increase 
in the amount paid out for loss and damage to freight 
might also be partially attributed to rough handling by 
employes of the carriers. 

. Tuesday Afternoon’s Session. 

Mr. Park resumed the stand when the afternoon ses- 
sion opened. Mr. Lyon continued his cross-examination 
along the lines of what elements should be taken into 
consideration in arriving at a reasonable rate. 

‘What does the value of the service to the shipper 
mean?” 

The witness stated that this would include allowing 
a fair profit to the shipper. Commissioner Lane inter- 
rupted with the statement that the Supreme court had 
ruled that the shipper’s profit was a question not to be 
taken into consideration in making rates. 

Mr. Lyon asked the witness to explain what he 
meant by the relation of the selling price of the article 
to the rate. Mr. Park referred to silk and cotton goods 
mentioned by the lawyer as good illustrations of arti- 
cles that should bear different rates. 

Mr. Atwood inquired as to the expenditure of ap- 
proximately $33,000,000 for straightening curves, rectify- 
ing grades, double tracks and improvements of that kind. 
This amount was largely expended during the last 
decade. 

Questions were directed as to the relation between 
increased potentiality of larger locomotives and the oper- 
ating expenses. Mr. Park said that he thought railroads 
could now haul a certain number of tons cheaper than 
could be done a few years ago. 

In 1907, all roads were using a great deal of mate- 
rial, the panic came, leaving a large amount in the 
storerooms of the roads and a large amount contracted 
for, stated the witness in answer to questions about the 
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increased cost of material. The high-water mark for 
twenty years was reached in 1907. Material contracted 
for was, of course, taken at those prices. Since 1908, 
prices have been advancing. 

The witness stated that the 1910 price of angle-irons 
had increased 12.3 per cent over 1908 prices; axles, 10.4 
per cent; frogs, 12 per cent; bolts, brakeshoes and 
switches also increased in price. 

Mr. Atwood asked the witness if he subscribed to 
the theory that a minimum rate should be that that 
would pay all operating exrenses, fixed charges and a 
fair return on the value of the property devoted to pub- 
lic service; a maximum, whatever would still enable th: 
shipper to continue in business. Mr. Park declared he 
would answer the first part of the lawyer’s proposition 
in the affirmative—that the maximum should be prop 
erly circumscribed. 

Park Discusses Safety Devices. 

The witness admitted that the operating ratio of his 
former road, the Union Pacific, after the installation of 
automatic signaling apparatus, etc. He declined, how- 
ever, to acknowledge that the diminution of the ratio 
was attributable to these improvements. Safety to th: 
employes was declared to be the strongest actuating 
motive in inducing the installation of these devices on 
the Harriman lines. 

Whether the installation of such apparatus “lost 
the company money was a close question. Mr. Park said 
that he could not answer the query definitely. Likewise 
the restroom was another instrumentality which fell into 
the same class of expenditures, which the witness felt 
he was unable to determine whether the cost was com 
pensated in dollars and cents in the saving in accidents 

Taking the suggested Monroe street station at Chi- 
cago, the cost of which was estimated at $100,000, Mr. 
Atwood wanted to know whether this should be taken 
out of surplus and then capitalized. Witness, Commis 
sioner Clark taking up the same questions, stated that 
he did not know how else the account could be taken 
care of, if the expenditure was not capitalized. 

Mr. Atwood inquired if the witness knew that th: 
1910 cost of pig iron was less than in 1908; of steel! 
bars, lower than a 13-year average; billets in 1909, lowe: 
than before; bar iron to-day, under the average price 
of 23 years; copper in 1909, below a 10-year average; 
beams now $1.41, against a previous -price of $1.81. The 
witness replied that he had no knowledge of this, 

Capitalizing Betterments from Surplus. 

Mr. Horton, on re-direct examination, took up th: 
question of the investment of surplus in improvements 
and subsequent capitalization. The lawyer stated the 
witness evidently confused capitalization and valuation. 

Commissioner Clark interrupted to say that witness 
had stated that such improvement should be capitalized 
and subject to perpetual dividends. 

Mr. Park declared, on re-direct examination, that 
the value of the property is much greater than its capi- 
talization. 

A. S. Baldwin, chief engineer, was the next witness 
called. He stated that between 1900 and 1910 main 
track increased 18.3 per cent, second and additional main 
tracks 215 per cent, and yard tracks 50 per cent. 

Commissioner Lane interrupted the examination to 
inquire why the road should want to spend more on 
maintenance of way next year than during 1901-1905. 
Mr. Baldwin stated that during the panic time many 
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things had been deferred, stations had been left un- 
painted, the appearance of the right-of-way neglected. 

The witness explained that the additional cost of 
maintenance per mile now also represents expenditures 
on maintenance of second and additional tracks not used 
in figuring the per mile basis. 

Mr. Baldwin was asked if the character of the traf- 
fic had not changed materially within the last five years. 
He replied that it had; that the machinery was much 
heavier. 

Commissioner Lane wanted to know if the addi- 
iional trackage referred to previously had been added 
in 1908 and 1909. Mr. Baldwin stated that 34 miles of 
additional main and 134 yard and siding tracks and, in 
1909, no second or additional main track and only 20 
miles of yard and siding track. Between 1901 and 1910, 
285 miles of additional main track was added, 247 second 
main, and 483 yard track and siding. 

The following exhibit was filed: 

ESTIMATED AMOUNT REQUIRED IN 1910 FOR MAINTE- 
NANCE RENEWALS. 
Improvements and Additions Not Authorized for Expenditure 
Because of Lack of Funds. 


Class ‘‘A’’—Maintenance, Renewals and Improvements: 


Main- 

Item— tenance Betterments Total 
Tid Re aisle bs 5 0.ce > 5000e > Ss S Bieieet” Sivvacsces 235,327 
Rail renewals, 145 miles......... 214,165 $ 106,698 320,863 
Bridge renewals ......ccecseees 805,000 623,000 1,428,000 
Bullet PORGHS ivciicctceveces 250,050 39,968 290,018 
Sa eee re 169,824 41,632 211,456 
Wate. Ge ode tcstk dian ce eee 52,118 357,730 409,848 
Docks, coal chutes and other 

service buildings ............. 79,084 283,452 362,536 
Signal Apparatus .... ccc cccseecs 54,100 191,450 245,550 
Protection against floods........ 13,200 143,907 157,107 

EE c's'e Sk mont ence oee's @e vats $1,852,868 $ 1.787.837 $ 3,640,705 


Class “‘B’’—Betterments and Additions Which Add to Earn- 
ing Capacity: 
Grade reductions .....c.e.ecceee $3,144,400 $ 7,159,080 $10,303,450 





Poydras Terminal, New Orleans ........ 2,590,000 2,590,000 
South Water St. Terminal, Chi- 
CRN a canto ee sc446caseehebovece -sha onan 2,000,000 2,000,000 
Second main track..........+... 35,000 2,675,584 2,760,584 
NE di Bins Kees cee nee’ oda $3,229,400 $14,424,634 $17,654,034 


Class “‘C’’—Betterments and Additions Which Add to Com- 
fort and Convenience: 


NOU EE 5 din sips bona at ews $ 77,709 $ 223,645 $ 301,354 
Additional right of way for ter- 

WR ee aaah s OdNs, o ba cereus 54,907 54,907 
Track elevation and elimination 

of grade crossings............ 50,000 450,000 500,000 
Passing and other sidings...... 153,053 977,819 1,130,872 
New shops and roundhouses.... 106,832 281,927 388,759 
Automatic signals for tracks, 

not now equipped: 
401 miles, second main track... ........ 721,800 721,800 


2,399 miles, first main track... ........ 3,598,500 3,598,500 
Interlocking drawbridges ....... .....+.. 68,500 68,500 


Ballast, 850 mileS......csccecees sevccees 1,068,800 1,068,800 
eM ee oe Pee Ee $ 387,594 $ 7,445,898 $ 7,833,492 
Grand total .........++. $5,469,862 $23,658,369 $29,128,231 


Fort Recalled as Witness. 


When the hearing opened Wednesday morning, W. 
S. Horton announced that he wished to recall Mr. Fort. 

The attorney stated that this was a procedure under 
a new statute, a procedure without precedent. The first 
question to be decided, in his opinion, was whether a 
general advance in rates was justifiable; this he believed 
to be shown by the general financial condition of the 
railroads. If the financial necessity was shown, he felt 
that any particular advance was to be attacked by the 
shippers. 

Commissioner Lane inquired whether it would be 
practicable to make the showing as to particular ad- 
vances later. Mr. Horton believed this could be done. 

Commissioner Clark asked whether, if this advance 
became effective, it would be the end of general advances. 

“No, sir,” replied the lawyer. 
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Attorney Thorne declared that the burden of prov- 
ing not only a general justification, but of the reason- 
ableness of the specific rates rested on the carriers and 
that this question should be considered before the case 
was finally decided. 

Mr. Horton was of the opinion that the questions 
of a general advance and the advances specifically in- 
volved in this proceeding were separate and distinct. 


Increase Means $37,329.30. 

Mr. Fort taking the stand, he was asked if he had 
made any estimate with a view of ascertaining the in- 
creased revenue that would have accrued under the rates 
now being investigated. Witness stated that he had. 
Further, that, in arriving at his estimate, he had taken 
actual billing of the commodities involved for April and 
October, 1909, and multiplied the result by six. This 
gave an increase of $37,329.30. This included about 
$1,800 on coal from Illinois to Iowa. 

Mr. Lust asked if there was not a two-cent arbitrary 
charged against all freight going over the Cairo bridge. 
The witness replied that he did not know. Mr. Horton 
objected to this line of questioning. 

The proposed advance in Illinois coal rates was in- 
terjected into the proceedings. Mr. Lyon asked whether 
the pending advances in intrastate charges were included 
in the statement of revenues that would accrue from in- 
creased rates prepared by the witness. It was stated 
that these rates were not in this estimate. 

Mr. Lust asked if the Illinois Central had advanced the 
intrastate rates on the same commodities as advanced by 
interstate rates. Mr. Fort answered that certain increases 
between Chicago and East St. Louis and local [Illinois 
points. 

Mr. Atwood inquired whether the witness had any 
data as to increased revenues received within the last five 
years through increases in classification and carload mini- 
mums. 


St. Paul Begins Its Case. 


Burton Hanson, general solicitor for the Chicago, Mil- 
waukee & St. Paul railway, announced that his road was 
ready to begin the presentation of its case. 

William Ellis, commerce counsel, was the only witness 
sworn. He stated that all the data to be offered in evidence 
had been drawn from the reports to the Commission and 
the records of the company. 

The first exhibit offered was one showing a list of 
tariffs suspended pending hearing as to the reasonableness 
of the advances in rates contained. The statement showed 
the amount of tonnage handled in 1909 and what revenue 
would have accrued thereon had the advanced rates been 
applicable thereto. The totals follow: 


RECAPITULATION BY TARIFFS. 


Proposed 

Increase 

Tariff— Pounds Dollars 
DUNE wadhéned ds oe 054006 ods VO beRSes cure 11,507,300 4,690.65 
MECN. i'vc'ct deb e'd Chai vd eban ot Neehawaes 9,418,230 1,073.74 
ED 0.6.5 Stage es We Suet canctc oteten tea eas 17,888,300 2,185.49 
DEED ck cieedda:s obirds evs v ane bien Cheeks 498,823,500 25,218.21 
OEE beh ino 64 pcedibeness} Ceevatemsiaes 50,848,200 3,169.18 
RE Bethewia ncddes¢ iciiuasedeedibbalee 1,889,600 1,417.14 
SEE. S60 Gs Balinese ob Coed ceeds becesscde gece 6,859,300 756.24 
DMD. ince Sidi <ccbdacesen eu + tacebeas ous 62,992,700 52,788.96 
SE ede s a0 2 cba Uesueas cwabedecc deca 7,130,900 910.98 
Cis Wee sos. 4 SN 0S45 ae aR beSaed Uink oe 785,100 * 647.71 
SE Ginke tiewa a Red. dslob douse Pha vb oebc<e vent 1,092,900 954.10 
BOE was cc bceces cc ceeene cease évedeecses wan F 162,200 24.87 
Cis eidleves dba ceenbd teedstecenedasd 988,200 868.31 
STA CRAb sc ses oS Ubeaee fcc boned scuba’ 1,546,485,650 230,416.91 
DEES bia tirtcinn co udeslekts ipcddecssinee’s 145,600 37.18 
SOE KES ekd on bbe buss USS yp eneavena PE ay 11,838,100 3,428.33 
SN, Jae we kGin pes hesdeeneceh beeasecten * 276,835,700 51,980.56 
ee. eer et: ere ete 40,788,400 6,278.14 
Se Ee AGS Wide eb ce Sachkéetss Senta 121,929,800 33,692.40 
SED -caeuncovisadsecteetatect.seseeneee 16,153,300 3,683.88 
























CRED 0 utrinite dks Rives bitee~ cheer 222, 718,200 57,341.57 
ED wcuks Meade o Corns aks 6se eee tee 1,436,300 458.47 
E> See Wid adeeace oe edie wt ec deus JW 175, 031, 400 48,548.35 
I i le asin A 8 at de nd bea ona aie earae 17,125, +44 3,509.74 
MEE abt cut bin ee o bae vtcccuweseuttanres 32, 412,700 3,806.34 
TEER - 5 nile 0 oases one WUE 200s cee 184,710,000 30,102.81 
3,318,096,580 567,990.26 

RECAPITULATION BY COMMODITIES. 
Commodity— Pounds Revenue 
SEE EEUNEEL” Cecacccbesupeces do ueeeévedé 767,351,360 $111,934.33 
ESE eet ee OP eee ee ee ee 22,372,300 2,414.99 
EE 5 nt dave Oo kee e Ob0 en e.6 ks oe bea eee 807,637,720 122,478.69 
ED  db'vc owns ceed veaelnevdsothtG Gide bt 16,248,100 2,481.49 
SEUNG TRIE WEOOROTH oo o000000 cc stteretes 7,773,900 1,326.09 
I See bah ceed ea et waet a wee cvéVUaV es Ehs 162,200 24.87 
AR Di ein oink b at. 6 60.40 eg + Spe anes 47,454,900 2,847.29 
EE MG ed ace rede uakees ceed sedeeerters 2,957,300 295.73 
DP TRC Te CELLET ee 436,000 26.16 
CE PRED oc cop reas 66 66'e's 0 6.0.G80eeeig 6 90,417,300 29,213.59 
Packing houSe productsS............-++0.0. 50, $96, 000 16,017.52 
oil Bh dn tht bent be kecsled 0090 64nd 18,2 >53,400 6,078.44 
CCE. udediuvs ce o¢osseceevcebcoa¥ews 505,682,800 25,974.45 
EE AED civ vc bobs is 6dd's ct cbavieictet ese 9,615,400 2,190.58 
Agricultural implements .........e++-ee 51,104,200 15,443.88 
ID ss bp cob SCE Ts Cabs s ce UEC YS VeareCS 7,772,900 2,227.96 
BE Dine. Airble tains o> edieGh 40.00 dvs dee FAS Hee 513,153,900 112,354.80 
DEE bck iceete avouhesbeoesersvesseceaes 19,138,200 6,353.14 
I ie don whnun.0ds c6aceu dberotnedhesSou 19,663,700 1,718.60 
ee ein a bung 0.6 Gh6 eh 604, th eee Due ar 046,300 aoe 
Bags and bDaASgIN| .....cscsccccccscccces ,752,700 »125.75 
Rails asic caee —7 } vl ih ccaeteesacsues. ¢oltens 79. 089, 400 11,674.82 
Emigrants’ movables ......sesscecsecers 111,996,600 65,402.88 


8,318,096,580 $567,990.26 

Mr. Ellis testified that this exhibit did not include all 

the advances: that there were some on which statistical 

data had not been available, but that the total increase 
would no exceed $750,000. 


What It Means to the Consumer. 
The next exhibit was submitted to show what the ad- 
vance wovld mean to the consumer. This statement shows 
that 


$111,934.33 increased revenue on coarse grain amounts to 00.47 
cents per bushel on oats, 

$111,934.33 increased revenue on coarse grain amounts to 00.70 
cents per bushel on barley. 

$111,934.33 increased revenue on coarse grain amounts to 00.82 
cents per bushel on corn. 

$2,414.99 increased revenue on flax amounts to 00.60 cents per 
bushel. 

$122,478.69 increased revenue on wheat amounts to 00.91 cents 
per bushel. 

$2,481.49 increased revenue on flour amounts to 03.05 cents per 
barrel. 

$1,326.09 increased revenue on other mill products amounts to 
34.12 cents per ton, 

$24.87 increased revenue on hay amounts to 30.70 cents per ton. 
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$2,847.29 increased revenue on hogs amounts to 00.60 cents per 


cwt, 

$295.73 increased revenue on cattle amounts to 01.00 cents per 
cwt. 

$26.16 increased revenue on sheep amounts to 00.60 cents per 
ewt. 


$29,213.59 increased revenue on dressed meats amounts to $3.2 
cents per cwt. 

$16,017.52 increased revenue on packing house products amount 
to 03.15 cents per cwt. 

$6.078.44 increased revenue on hides amounts to 03.33 cents per 
cwt. 

$25,974.45 increased revenue on soft coal amounts to 10.27 cent 
per ton. 

$2,190.58 increased revenue on wood pulp amounts to 45.56 cent 
per ton. 

$15,443.88 increased revenue on 5-foot mowers amounts to 21.1 
cents per mower. 

$15,443.88 increased revenue on 6-foot mowers amounts to 24.4§ 
cents per mower. 

$15,443.88 increased revenue on 6-foot harvesters amounts 
48.05 cents per harvester. 

$15,443.88 increased revenue on 7-foot harvesters amounts t 
48.65 cents per harvester. 

$15,443.88 increased revenue on §&-foot harvesters amounts 
55.45 cents per harvester. 

$15,443.88 increased revenue on hay-rakes amounts to 11.18 cen 
per hay rake. 

$15,443.88 increased revenue on hay-rakes amounts to 14.81 cents 
per hay rake. 

$15,443.88 increased revenue on farm wagons amounts to 34./ 
cents per wagon. 

$112,354.80 increased revenue on beer in hogsheads amounts t 
15.33 cents per hogshead. 

$112,354.80 increased revenue on beer in barrels amounts to 07.66 
cents per barrel. 

$112,354.80 increased revenue on beer in one-half barrels amounts 
to 03.91 cents per one-half barrel. 

$112,354.80 increased revenue on beer in one-third barrels 
amounts to 02.96 cents per one-third barrel. 

$112,354.80 increased revenue on beer in one-fourth barrels 
amounts to 02.19 cents per one-fourth barrel. 

$112,354.80 increased revenue on beer in one-sixth barrels 
amounts to 01.53 cents per one-sixth barrel. 

$112,354.80 imcreased revenue on beer in one-eighth barrels 
amounts to 01.09 cents per one-eighth barrel. 

$1,125.75 increased revenue on bags 1,000 pounds amounts to 
30.00 cents per thousand. 

$1,125.75 increased revenue on bags 2,250 pounds amounts to 
67.49 cents per thousand. 

$1,125.75 increased revenue on bagging 
cents per bale of 2,000 yards. 

$1,125.75 increased revenue on bagging 18-oz. amounts to 67.49 
cents per bale of 2,000 yards. 

$65,402.88 increased revenue on emigrants’ movables at 20,000 
pounds per car amounts to $11.68 per car. 

$28,384.21 increased revenue on cement at 380 pounds per barre) 
amounts to 06.54 cents per barrel. 


Mr. Ellis was then called upon to show the relative in- 
crease of freight revenue and estimated and freight ex- 


rc 


7-0Z. amounts to 26.24 


penses. This follows: 
Esti- Dif- 
Operating Difference. mated Freight ference 
Ratio. Freight Per Expense at Per 


Per Cent, Revenue. Cent. Operating Ratio. Cent. 
66.0 tte re «se $20,696,275.04 é 
66.2 3,516,812.26 6.9 22,188,129.72 7. 3 
66.3 34 , 797,045.37 3.8 23,070,441.08 4.0 
66.0 35, 081,759.28 8 23,153,961.12 4 
64.7 35,968,946.47 2.5 23,271,908.3 5 
65.8 40,187,710.03 11.7 26,443,513.20 13.6 
65.1 44.115,059.16 9.8 28'718,903.51 8.6 
65.3 40,426,879.64 *8.4 26,398,752.40 *8. 
64.7 42,341,650.62 4.7 27,395,047.95 3. 
69.1 44,909,136.54 6.1 31,032,213.35 8.f 


er 


tact 





} 
' 


TE tian 


Gross Operating 

Earnings. Expense. 
RR cad Sod ip Otv.n ¢ died daGende $42, 369, O12 2.65 $27,977,503.32 
SE fain & ord 49 bb i.e Ges? 0.6 fi 45,6 re 30,196,895.04 
SEE Sys SwCeeR sv oes edivivever 47,6 E 31,598,174.23 
a alae aia etn sb Ne Beles 0:6 els 48,330, 334. 70 31,876,589.80 
Dh nih od des 44 we ess be US ene 49,884,113.65 32°294'040.85 
| ere eee Or Oe eee 55,423,052.99 36,444,331.48 
TT Th ent kb see. (8ne 6650+ 1a 4 60,548,554.45 39,400,410.14 
ME UNs Ch Secdates Fa tte be cee 56,932,620.50 37,163,368.43 
lS es ee 59,897,463.49 38,731,238.60 
SE 2 odimawehas 64645620 bares one 64, 846,893.87 44,790,997.01 

*Decrease. 








The exhibits following took up in detail the increased 
cost of operation. Exhibit 5, which follows, was an analysis 
of the maintenance of way and structures: 


WHOLE ACCOUNT MAINTENANCE OF WAY AND STRUCTURES. 
Chicago, Milwaukee & St. Paul Railway Company, 1901 to 1910. 


Difference Difference Difference 


Difference Difference Difference Difference Difference Difference 


in 1902, in 1903, in 1904, in 1905, in 1906, in 1907, in 1908, in 1909, in 1910, 

Cost on Cost on Cost on Cost on Cost on Cost on Cost on Cost on Cost on 
1901 Basis. 1902 Basis. 1903 Basis. t 1904 Basis. 1905 Basis. 1906 Basis. 1907 Basis 1908. Basis. 1909 Basis. 
eer re ee $346,013.42 $302,152.62 *$1,173.282.33 $ 98,508.37 $379,180.38 *$156,357.02 $137,535.88 $491,342.26 $854,815.53 
MEE aa cdosedbdcerdcesece 67,696.84 *64,936.89 *208,568.35 *34.540.10 170,620.73 206,408.19 %25,572.37 *130,478.75 91,565.92 
EE Se whoa sce se pets geetese 34,277.72 %226,315.37 *50,810.36 109,146.72 79,706.54 30,282.14 368,512.16 365,370.55 57,538.55 
Bridges and culverts..... *134,535.09 305,276.50 *656,163.95 *30,947.93 2,714.90 65,278.00  *62,543.58 126,197.06 21,757.71 

Fences, road _ crossings, 

signs and cattle pagece 87,972.87  *48,586.35 *24,653.95  *13,263.40 24,364.45 29,748.72 %23,247.61 37,258.18 9,013.87 
Buildings and fixtures.. » 997.35 *181,650.48 *297,145.02 222,092.84  *68,359.67 148,461.63 311,368.03 82,178.33 57,989 24 
Docks and wharves....... 5,547.34 *6,114.83 *2,663.45 11,121.91 14,549.05 5,569.07 29,996.92 *46,046.90 45,219.59 
TSEIOBTAPN =. cor sccscccees . 8,321.76 2,060.43 *7,443.99 5,526.42 3,689.47 3,101.76 *2,249.77 3,887.30 *5,408.32 
Stationery and printing. . 198.14 66.46 *204.88 *69.08 278.45 563.96 5,474.44 2,228.63 2,328.58 




















Net difference .......$681,291.89 $ 81,952.09 *$2,420.936.28 $149,282.31 $577,646.20 *$199,821.65 $116.538.04 $932,036.66 $1,134,820.67 
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Difference Difference Difference Difference Difference Difference Difference Difference Difference 

in 1902, in 1903, in 1904, in 1905, in 1906, in 1907, in 1908, in 1909, in 1910, 

Cost on Cost on Cost on Cost on Cost on Cost on Cost on Cost on Cost on 
1901 Basis. 1901 Basis. 1901 Basis. 1901 Basis. 1901 Basis. 1901 Basis. 1901 Basis. 1901 Basis. 1901 Basis 
Roadway sine’ + ses <whnae 4 $346,014.42 $650,365.90 *$ 505,030.33 *$412,339.71 a 36,377.83 *$193,155.20 *$ 67,943.02 $423,285.99 $1,278,091 93 
Re GUE Oda. os ee vale es’ we 67,696.84 3,263.46 *205,290.26 *242,195.18 *73,441.40 *280,779.99 *324,266.71 *455,285.96  *363.709.64 
TiGD wd Celked ss On oba0 04 dence *34.277.72 *266,338.58 *318,794.06 _*431,613.09 *355,233.61 *389,976.13 *46,345.24 318,948.06 376, 479.39 
Bridges and culverts..... 134,535.09 169,886.07  *481,605.76 t pres 
‘ences, road crossings, *518,101.50 *519,380.35 460,682.21 2,618.26 *427,342.32 *406,074.93 
signs and cattle guards 87,972.87 39,945.83 16,390.44 3,315.85 27,705.85 *1,691.87 #95 5,047.43 12,169.00 21,182.60 
suildings and fixtures.... 290,997.35 111,196.95 *182, 889.99 37,096.07 *30,977.65 117,091.53 #186,805.82 *104,938.87 *4 3,947.25 
Docks and wharves...... 5,547.84 *531.72 *3,209.79 7,875.14 *§,613,21 *1,127.91 28,797.04 *17,201.86 28,018.12 
CUMIN Sndnc dacctevawes 8,321.76 *6,314.23 *13,931.87 *8§,565.94 *1,903.35 *4,274. 56 19,605.61 14,196.85 
Stationery and printing.. 198.14 265. 86 PE acts xvas a 845.93 6 37 4.34 7,962.43 10,290.84 
Net difference ........ $681,291.89 $7 701,7: 39.54 *$1,694,293.33$1,564,528.36 $998,982.25 *$290,014.78*$1, 172,229.66 *$222,797.92 $911.527.91 


*De crease, 


St. Paul Road Completes Case. 
Following the submission of exhibits covering main- ments covering expenses for maintenance of equipment. 
enance of way and structures, the St. Paul, filed state- The general summary for this account is: 
WHOLE ACCOUNT MAINTENANCE OF EQUIPMENT. 


Chicago, Milwaukee & St. Paul Railway Company, 1901 to 1910. 
Difference Difference Difference Difference Difference Difference Difference Difference Difference 





in 1902, in 1903, in 1904, in 1905, in 1906, in 1907, in 1908, in 1909, in 1910, 
Cost on Cost on Coston Cost on Cost on Cost on Cost on Cost on Cost on 
1901 Basis. 1902 Basis. 1903 Basis. 1904 Be isis. 1905 Basis. 1906 Basis. 1907 Basis. 1908 Basis. 1909 Bi isis. 
Superintendence .......... SG15.818.61.§ G.3908B —§— .ccccceces *$ ke ae ly oe ye ees $ 23,909.68 *$ 6,198.30 *$ 6,543.92 
LOCOMIOEIVEGE . . ccdicccceiccs 100,090.12 153,272.25 $ 454,862.60 2 16, 660. 90 *$147,223.92 $488,371.52 #350,596.98 *4,342.05 266,647.34 
POSSGMEGP COTE 4.6 scciccs *607,698.72 *58,721.40 10,543.40 211,518.72 *40, 583. 34 108,694.52 *174,778.83 *70, 743. 26 37,998.03 
Premgyee;. GOEB > is c.d owe dsids 46,230.47 264,700.32 248,260.79 110,414.20 178,087.20 -1,914,675.84 *1,169,043.84 94,804.87 *193,781.64 
Wo DO” ees eee 8,583.06 7,168.28 *16,136.80 34,150.29 *4,219.74 *34,879.17 38,755.60 5,464.80 21,913.16 
Shop machinery and Tools 10,208.34 *15,687.66 5,218.47 15,775.95 225,286.80 “aes oe *41,841.94 43,388.10  *%52,351.36 
Stationery and printing... ......... *5,229.22 GRASS... cv veautee - ame emeden pa 3 ua 5 A. Sere 
Other expenses .......... *10,208.34 36,604.54 36,529.29 10,517.30 39,425.19 23, ,897 40 *35,864.52 *12,396.60 *6§,543.92 














Total increase........ sics, 111, 99 $466,974.61 




































$ 760,633.02 $613, 261. 41 $442,799.19 $2, 613, 305.83 $ 62,665.28 $143,657.77 $326,558.53 
Total decrease........ *633,219.57 *79,638.28 *16,136.80 *21,034.60 *192,027.00 *34,879.17*1, 778,103.53  *93,680.21 : 
Net imcrease......... *$468 8,107 5S $387,336.33 $ 744,496.22 "$592, 226.81 $250,772. 9 $2,578,42 6. 66 1,715, 438.25 $ 49,977.56 $ 67,337.69 
\ 
Difference Difference Difference Difference Difference Difference Difference Difference Difference 
in 1902, in 1903, in 1904, in 1905, in 1906, in 1907, in 1908, in 1909, in 1910, 
Cost on Cost on Coston Cost on Cost on Cost on Cost on Cost on Cost on 
1901 Basis. 1901 Basis. 1901 Basis. 1901 Basis. 1901 Basis. 1901 Basis. 1901 Basis. 1901 Basis. 1901 Basis. 
Superintendence ......... *$15,312.51 *$ 10,458.44 *$ 10,436.94 *$ 15,775.95 *$ 16,896.51 *$ 17,923.05 $ 5,977.42  ......... *$ 6,543.92 
[MOOD webs ccoseesés 100,090.12 9300 752.05 723,875.76 955,667.58 880,464.84 1,454,733.28 1,162,085.84 1,190,204.15 1,577,043.73 
Passenger Cars ........+::; *607,698.72 702,331.20 *738,658.20 *601,191.60 *665,697.59 *590,940.46 *772,926.30 *872,018.96 *897,869.73 
PETE. Gow uccceees 46,230.47 311, 663.28 555,430.92 670,978.60 899,568.98 2,867,178.72 1,682, 808.00 1,840,841.37 1,639,690.80 
Wor k Dt bh seen weuwl ress 8,583.06 16,896.66 \*4.560.40 29,981.71 33, 356.04 6,184.25 42,931.85 52,279.92 97,687.40 
Shop machinery and tools. 10,208.34 ~ © 5 re *15,775.95 5,632.17 77,666.55 35,864.52 80,577.90 37,719.60 
Stationery and printing... ......... TOBE. . : eveubane ..ce<cCepib - esment ce 5,974.35 te eeeees be ceseees seeceeess 
ther expenses .......... *10,208.34 26,146.10 62,621.64 73,621.10 118,275.57 149,358.75 113, 570.98 105,371.10 104,702.72 ° 
Total increase ....... $165,111.99 $615,458.09 $1,341,928.32 $1, 730,248.99 $1,937, 297.60 $4,5 61,095 90 $3,0 $3,238.6 $1 $3,269,274. 14 $3, 456,844.25 
Total decrease ....... *633,219.57 *723, 248.08 *753,655.54 632,743.50 *682 594. 20 $608 863.51 *772 ,926.30 *872,018.96 *904,413.65 
Net increase......... *$468,107.58 *$10 89 99 $ 588,272.78 $1, 097,505. 49 $1,254 703 .40 $3,952, 232.39 $2, 270 312.31 $2,397,255.48 $2,552, 430.60 





*Decreases. 


This was followed by several statements showing tween 1905 and 1909. At the same time, he stated that 
the estimated freight expenses in conducting transpor- the abnormal conditions of 1910 are likely to recur at 
tation. These showed that the difference in 1910 cost on any time. 
the 1901 basis was $4,165,641.27. An exhibit showing the general expenses, whole ac- 

Commissioner Lane directed the witness’ attention count for the decade, showed that the difference in 1910, 
to an increase for car rentals from $150,600 in 1908 to cost on 1901 basis, was $123,141.70. On the 
$446,588 in 1909 and $764,904.49 in 1910. Mr. Ellis figured on the 1909 basis, there was 
thought that one explanation of this was the fact that $53,822.1 
a large number of cars had been built in the Milwaukee The. oe next following were statements of the 
car shops of the St. Paul for the Puget Sound extension comparative efficiency of freight equipment and revenue 
and had been used on the rails of the St. Paul proper and operating expenses. Between 1900 and 1910 there 
until necessary to turn over to its western subsidiary. was a 6.9 per cent increase in gross tons per freight 
The nature of the business between the two companies engine and switching mile, an increase of 8.1 per cent 
was such as to necessitate the large interchange of car in revenue load to tare weight, an increase of 15.51 per 
equipment. At Mr. Hanson’s suggestion, the witness cent in the average weight of the cars, and an increase 
promised to look into the question and furnish the Com- of 23.60 per cent in the average capacity. 
mission with more definite information on this point. Statements of the average revenue per ton mile and 


Transportation Expenses Increase. the average haul for the decade ending 1910 were next 
introduced. These showed the following: 


other hand, 
a net decrease of 


These same exhibits gave the following data on the 


a AV A ¢ Ave zg Avere 
estimated freight expenses in conducting transportation Goremes Haul eee nd Yaa 
for 1,000 tons one mile: 1901, $2.209; 1902, $2.187; 1903, Ton Mile. Freight. Ton Mile. Freight. 

. . . . s. s. Ss. s. 
$2.388; 1904, $2.691; 1905, $2.469; 1906, $2.366; 1907, ..., 8.615 202.10 1906 ...... 8.617 177.99 
$2.488; 1908, $2.626; 1909, $2.655 and 1910, $2.963. The 1902 ...... 8.400 200.65 1907 ...... 8.557 180.29 

p ; OO cokes s . 8.65 j O08 ads 
witness was willing to concede that the increase between it ph = ous ocs-77 ate ee ee ty 
1909 and 1910 had been abnormal. Granting this, Mr. 1905 ...... 8.813 175.14 1910 ...... 8.431 173.52 


Ellis called attention to the steady increase in cost be- One of the last statements filed was that showing 
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the net return on the cost of road and outstanding prop- 
erty for the decade: 


Roadand Income from 





Equipment, Operation, Net 

Ledger Taxes Return, 

Year— Balance. Deducted. Per Cent. 
RS et cas p.a's0's ee 0 Wakes $224,288,832.69  $14,391,509.33 6.42 
a eee 15,416, 229.80 6.74 
ne Fees oto w'e04 st 0 aha 235,610,737.20 16,064,563.34 6.82 
REE Ss Gs vs cgnise0 en's 240,075,053.44 16,453,744.90 6.85 
OE See re 242,431,436.52 17,590,072.80 7.26 
Tank sk 0 o0,>2ie eo 0. 6bee wee 250,654,089.84 15,796, 253.01 6.30 
a dan é od vdeeeeeueateene 259,148,727.01 18,393,168.37 7.10 
ETS hee 5 eeba the ocan mee 264,860,733.05 17,309,365.56 6.56 
SDL. als aici 3 ae oe Catte'enake 274,468,163.11 17,877,672.81 6.51 
EP SL aGy Jawd's as se gh baer he 280,828,197.04 16,169,690.25 5.76 
PPECRRE TOCUTR 25... cacsghe parece’ ss< éetg¥esatbeeee 6.63 

Income Total 


from Other Net Income 
Sources. Earnings from 
Interest Operation and Net 
Outstanding on Securities Incomefrom Return, 






Capital. Owned, Etc. Other Sources. Per Ct: 

| ee $227,421,700.00 174,682.67 $14,556.192.00 6.40 
1902 .......s. 229,662,800.00 434,314.68  15,850,544.48 6.90 
ae 9,662,800.00 510,030.60 16,574,593.94 7.22 
Pa eet 229,662,800.00 316,430.85 16,770,175.75 7.30 
Cs Sawass sai 229,687,800.00 230,797.99 17,820,870.79 7.76 
eatin» 69 229,687,800.00 258,359.16  16,054,612.17 6.99 
1907 ......... 258,809,800.00  1,038,784.38 19,431,952.75 7.51 
Sars 324,212,805.88  1,124,676.90  18,494,042.46 5.70 
EE  iwene «eed 376,216,600.00  1,090,245.01 18,967,917.82 4 
| Re 424,813,230.54  9,323,897.13 25,493,587.38 6.00 
AVOFERS POCUEM 0 oc ccccccccccccccccicccuccoccvceece 6.68 


The bases applied to the states in which no valua- 
tion had been made were .those that were felt to most 
nearly approximate the value of the lines. It was stated, 
however, that the Michigan mileage was better than the 
South Dakota, and the Missouri lines more valuable per 
mile of line than Minnesota. 

Gives Cost of Reproduction. 

An exhibit was also introduced to show the repro- 

duction cost of the system. This follows: 


Estimated 
Cost of Miles, Estimated 
Reproduction, Esti- Valuation, 





New. mated. Per Mile. 
Wisconsin State Tax and Rail- 

road Commission valuation of 

PS AS twas Beckie Jove’ «ive ue s09 $ 85,569,317.00 1,783 $47,991.76 
Railroad and Warehouse Com- 

mission of Minnesota, 1907..... 54,491,393.00 1,211 44,997.02 
South Dakota Railroad Commis- 

AMEE (6 Niels dikecpiet shoes be 34,413,375.00 1,534 22,433.09 
Tilinois on Wisconsin basis....... 19,916,580.40 415 47,991.76 
Iowa on Minnesota basis......... 8$4,189,424.42 1,871 44,997.02 
North Dakota on South Dakota 

Lt? i622 Lobe a delete ¢ep'h-s ¢ 3,432,262.77 153 22,433.09 
Missouri on Minnesota basis...... 6,299,582.80 140 44,997.02 
Michigan on South Dakota basis. 3,566,861.31 159 22,433.09 

SE. oe GAN wacoaweeteus tthe of $291,878,796.70 7,266 
Additional miles in Minnesota 
I En 6 é.nk 0 9c 900.c oe bean. dnaee 1,529,898.68 34 44,997.02 
es eek geared at menad $293,408,695.38 7,300 
Less reduced miles in South.Da- 
kota since 1908. .........ecccees 89,732.36 4 22,433.09 
Pe MH ees Ce eek cc eens es $293,318,963.02 7,296 $40,202.71 


Mr. Ellis stated that there was no substantial dif- 
ference between the physical condition of the St. Paul 
and that of other standard lines in the same territory. 

Wage increases this year amounted to $484,000, and 
demands were pending, or about to be formulated, which 
would mean upward of $2,000,000. 

Mr. Lyon and attorneys for the shippers announced 
that they would take up the cross-examination of Mr. 
Ellis in the morning. 

Mr. Hanson announced that the St. Paul rested its 
case. 

Wednesday Afternoon Session. 


S. A. Lynde, general attorney for the Chicago & 
Northwestern, at the opening of the afternoon session, 
announced that his road was ready to begin. 

W. A. Gardner, vice-president in charge of operation 
and president of the Chicago, St. Paul, Minneapolis & 
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Omaha railway, was the first witness put on the stand. 

The witness stated that the business of the road 
was very diversified. Forty-five per cent of the com- 
pany’s total tonnage was ores and product of the mines; 
the road, however, has only one coal mine district on 
its line. The Northwestern.owns one coal mine in Illi 
nois. A large percentage of the traffic is general mer- 
chandise in Wisconsin, Illinois and Iowa. Seventy-five 
per cent of the traffic originates on its own lines. 

Within the last ten years there has possibly been a 
more striking development in the package freight. With 
the co-operation of the Chicago merchants, the road has 
been able to build up a large business in this line. At 
Chicago, Minneapolis, Milwaukee, Sioux City, Cedar Rap- 
ids, Green Bay, Des Moines and Omaha the daily pack- 
age car loading reaches an aggregate total of 1,000 cars 
per day. These average 190 packages to the car, four 
packages to the consignor. This has had a tendency to 
produce a low degree of efficiency and utilization of 
equipment, as the average loading of a merchandise car 
is only five tons. 

However, witness considered this a desirable traffic. 
He declared, though, that it was analogous to sleeping- 
ear traffic; that is, a car was placarded for a certain 
destination and was sent forward whether a full car was 
ready or not. The difficulty of the Northwestern has 
been to furnish sufficient cars. 


Package Car Business Expensive. 


While this was an expensive service, it was one 
that was carefully nourished, as it was hoped that with 
continuous increase there would be an increase in the 
car loading, with a consequent opportunity to reduce the 
ratio of operating expense. 

The Northwestern, stated the witness, was known as 
a low tonnage per trainload road. Usually it was held 
that a full trainload meant a full bank account, but the 
Northwestern had been able to maintain a low average 
trainload tonnage and a good bank balance at the same 
time. 

Replying to queries as to train speed, Mr. Gardner 
declared that it was better now than a decade ago; fur- 
ther, that schedules now lived up to their advertised 
time. 

Coming back to the development of the package 
car business, the witness testified that this required 
expedited service. Country merchants in towns within 
200 miles of large trade centers now are accustomed to 
telephone in to the jobbing points one morning for goods 
to be delivered the next. This had resulted, of course, 
in a diminution of the carload traffic. 

The railroad, Mr. Gardner explained, was forced to 
act as a pendulum between rival communities. If fast 
service was put into effect from Chicago to Iowa points, 
the establishment of similar service from Iowa centers 
to territories tributary to the Hawkeye jobbers was de- 
manded. Shippers were keen in watching both the time 
from competitive points to competitive territory as well 
as rates. 

Wage Advances Are Numerous. 


Exhibits were filed showing the various increases in 
the pay of employes. Since 1901, the pay of trainmen 
has increased from 20.3 to 26.6 per cent; various classes 
of engineers have had advances ranging from 2.7 to 
29.31 per cent; firemen’s wages have gone up from 5.08 
to 32 per cent; switchmen have had their pay boosted 
from 37.5 to 48 per cent. There have been increases 
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ranging from 45 to 53.3 per cent in the compensation of 
train dispatchers; telegraph operators command from 
16.67 to 36.36 per cent more than in 1900; roadmasters 
from 10 to 21.73 per cent. In 1908, in order to comply 
with the federal hours of service law, the force of oper- 
ators was increased; this added an annual burden of 
$165,000 to the payroll. Between 1900 and 1910, the pay 
of section foremen has advanced 12.5 to 25 per cent; 
section laborers, 20 per cent. Machinists, boilermakers, 
blacksmiths and steamfitters have received increases 
ranging from 38 to 44 per cent; employes of the car 
department from 15.62 to 37.50 per cent; bridge and 
building employes from 10.5 to 33.3 per cent; city sta- 
tion employes from 15.38 to 48.38 per cent and country 
or outside station employes advances ranging from 3.22 
to 40 per cent. Advances have been granted between 
January 1 and September 15, 1910, which will make the 
1911 payroll $571,902 greater than 1910. 

In explaining the wage schedules Mr. Gardner de- 
clared that, while 54 per cent of the train mileage was 
freight, 75 per cent of the payroll went to the freight 
locomotive engineers. Passenger business is clean-cut, 
runs on regular schedule; freight means switching, nu- 
merous delays and penalties in time. This condition 
was also true of conductors. 

American Labor Superior to Foreign. 


Speaking of the efficiency of labor, the witness said 
that the substitution of foreign for American laborers 
for unskilled work has meant a lessening of the amount 
of labor done; one American could do the work now 
done by two or three foreigners. With skilled labor, 
inefficiency would be due to the officials in charge. But, 
at the same time, the work performed by the engineers 
and firemen on their own time has been cut down. The 
care given to engines averages two hours a day; the 
road has 1,600 engines, which now requires labor com- 
pensation for this work. A like condition exists with 
respect to certain other employes. For instance, where 
unskilled labor could, in former days, be employed in 
machine shops, blacksmiths’ and machinists’ helpers with 
higher pay are necessary through labor regulations. 

This division of labor has added largely to the ex- 
penses of the road; it is a process that goes on con- 
tinuously. This condition is also applicable to manufac- 
turing industries. Mr. Gardner did not criticize this, but 
mentioned it as one of the things adding to the railroad’s 
expenses. What additional expense was due to this 
division the witness was unable to state in dollars and 
cents. 

Cost of Supplies Remains Constant. 


During the decade under review, Mr. Gardner de- 
clared that the price of railway materials had been pretty 
constant. He did not feel that the roads were at any 
advantage or disadvantage in the matter of prices now 
as compared with previous year. The fuel cost last 
year was $1,800,000 over the previous year; part of this 
was due to higher prices, part to increased consumption. 
The price for fuel now is from 10 to 25 cents per ton 
higher; this will mean an increase, if the fuel consump- 
tion remains constant, of about $400,000. It was further 
explained that last year fuel prices were abnormal; that 
the road had been “squeezed” on its fuel supply, caught 
short. Had this been otherwise, the increase over last 
year would have been greater. 

Mr. Gardner was of the opinion that the roads were 
fast approaching the limit in the economies of operation. 
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The discovery of future economies will be a slow process. 
If the increased cost of compensation continues, with no 
increase in revenue, the road will eventually be forced 
to hang out the auction flag. 

The outlook, agriculturally, for next year is, however, 
better than ever. Mr. Gardner anticipates a good busi- 
ness. 

Maintenance of way expenditures are growing. It 
has been the policy of the system, regardless of crop 
or business outlook, to leave the road at the end of 
each twelvemonth in a better condition than at the be- 
ginning. Maintenance of equipment cost has also in- 
creased. In this labor has been the greatest factor. 
Mr. Gardner anticipated no great change in this the en- 
suing year. 

The policy of the company with respect to better- 
ments and additions was next taken up. Mr. Gardner 
stated that as many improvements were made as con- 
sistently could be. Referring to the new Chicago ter- 
minal, he declared it was being built because the present 
terminal here is inadequate. Madison, Wis., was men- 
tioned as another place being favored with a new station. 


Passenger Business Only an Advertisement. 


The witness stated that these improvements did not 
add immediate returns in dividends. Personally, Mr. 
Gardner believes that all the passenger business is only 
an advertisement for the freight end; if the former is 
satisfactory, the latter will be aided. 

Mr. Lyon inquired as to what the witness meant by 
stating the stations would bring no immediate returns 
in dividends. Mr. Gardner explained that there would 
be no immediate increase in business because of the 
opening of new terminals, no more people would pass 
over an oak floor because it had been substituted for 
one of hemlock. Eventually, however, the witness most 
assuredly expected that there would be a return in in- 
creased business. 

Touching upon loss and damage claims, Mr. Gardner 
declared he was sorry to state that last year the amount 
paid out was twice as much as in 1906, that the number 
of claims presented was three times as much. This was 
partially explained by the abnormal weather conditions. 

The witness stated that the road now maintained 
flying claim squadrons, who rode on freight trains, in- 
vestigating improper loading, watched careless billing 
and endeavored to study conditions with the -hopes of 
bringing down the claim budget. The amount paid out 
last year was $726,000. 

Asked to give an estimate as to the present value 
of the Chicago & Northwestern, Mr. Gardner replied 
that in his best judgment the line was worth not less 
than $50,000 per mile of road. It was stated, however, 
that no general appraisement had been made. Estimates 
have been made in Wisconsin, Minnesota and South Da- 
kota by the state railroad commissions. 


No Immediate Danger of Bankruptcy. 


Mr. Lyon asked for Mr. Gardner’s position on the 
rate advance question. The latter declared that the 
Northwestern will not go into bankruptcy next year, or 
the year after, or the year after that, possibly, if a rate 
advance is not permitted; but, if sufficient income is not 
granted—now necessary to obtain this—the credit of the 
road will be embarrassed and the road will no longer 
be able to act as an aggressive force in the development 
of the country. The witness, in response to further 
queries by Mr. Lyon, refused to admit that the road 
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was in danger of bankruptcy if no advance were per- 
mitted. 

Mr. Gardner was asked what would be the effect if 
rates sufficient to help the weaker lines were granted 
on the Northwestern. He declared that the surplus so 
created would be put back into the value of the prop- 
erty. 

Asked whether this should be capitalized, he said 
that, if the valuation of the property is to be taken as 
an element in rate-making, that would be reflected in 
the rates. It has not been the policy of the Northwest- 
ern, however, to issue bonds against the surplus. 

The surplus belongs to the stockholders; it is im- 
possible to determine how much of this is due to re- 
munerative rates and how much to efficient administra- 
tion. The witness did not favor extraordinary surpluses, 
as they might be an incentive to extravagant manage- 
ment, 

Under cross-examination by Mr. Lyon, the witness 
stated that the expense of handling the less-than-carload 
freight was greater than that of carload, largely due to 
the fact that the maximum loading of package freight 
had not been reached. 

“Is that the reason you advanced your carload com- 
modity rates?” 

Mr. Gardner declared that he understood that those 
rates had been advanced which seemed most conspicu- 
ously in need thereof. 

On an average, the witness did not believe that the 
loading of package freight had not been in excess of 
fifty per cent of the capacity of the cars. 


Cost of Labor the Big Factor. 


The increased cost of conducting transportation has 
been largely due to the increase in the cost of labor— 
but not, witness wished it to be distinctly understood, 
delinquent labor. 

“Is the Chicago & Northwestern approaching its 
maximum business over its present rails?” inquired Mr. 
Lyon. 

Witness did not think so. Yet, at the same time, 
an increase of $5,000,000 more of business might entail 
the expenditure of $25,000,000 to adequately take care of 
the business. Mr. Lyon coritrasted this with Mr. Ripley’s 
statement at the previous hearing that he could handle 
$10,000,000 without any additional expenditure. 

“Mr. Ripley is a much wiser man than I,” replied 
the witness, with a smile. “Take what he has said and 
reject what I have.’ 

Mr. Thorne took up the cross-examination of the 
witness. His first questions were directed toward the 
wages of miners and price of fuel. The witness could 
throw little light on the subject. The lawyer then 
turned his attention to the wage increases of the road. 
The witness referred the cross-examiner to the tables 
submitted on this question. Pressed further, Mr. Gard- 
ner stated that the last general increase was in 1907; 
he was inclined to treat a prior increase in 1902 he re- 
garded lightly. 

The witness declined to admit that the fuel increase 
and wage increases of 1910 were abnormal and not 
likely to happen again. While there was no immediate 
repetition expected, it was a charge that goes on indefi- 
nitely; that once an increase in wages was granted there 
Was no recession. 


The hearing adjourned for the day at this point. 
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Thorne Questions Gardner. 

Mr. Gardner, vice-president in charge of operation of 
the Chicago & Northwestern railway, resumed the stand 
when the hearing reopened Thursday. Clifford Thorne, 
attorney for the Iowa agricultural and western live stock 
interests, continued the cross-examination of the witness. 

In response to a question by Commissioner Clements, 
Mr. Lynde stated that he believed the following roads 
would present specific cases: Burlington, Iowa Central, 
Minneapolis & St. Louis, the Frisco, Missouri Pacific, the 
Chicago, St. Paul, Minneapolis & Omaha, Alton, Great 
Western, and possibly the Missouri, Kansas & Texas 
railways. He was unable to state in what order the 
roads would appear. 

Mr. Thorne desired to know of Mr, Gardner how 
much of the increased cost of maintenance of way in 
1910 was chargeable to advances in wages. The witness 
answered that he did not have the data at hand. For 
1911, the advances would approximate $350,000. This 
would take in bridge and building employes and section 
foremen and men. Based on what the lawyer said, Mr. 
Gardner admitted that the increased cost of labor for 
1910 approximated $10,000 for maintenance of way. The 
witness was also willing to concede, as testified to yes- 
terday, that there had been material change in the cost 
of material. 

Reverting to the increased cost of fuel, Mr. Gardner 
admitted that this, too, applied but slightly to mainte- 
nance of way. Mr. Thorne then wanted to know how 
the increased cost of maintenance of way of $2,300,000 
came about. The lawyer then stated he found that a 
large amount had been expended on steel rails, ballast, 
steel bridges and masonry. 

Mr. Thorne wanted to know what limit there was to 
these expenditures; if the increase was 25 per cent in 
one year, what would prevent an increase of 40 per 
cent next year. Mr. Gardner declared that if the busi- 
ness would make that wear and tear on the road, why 
that amount should be expended. The lawyer then 
wanted to know if there was anything to prevent im- 
provements being charged to maintenance. 

Mr. Lynde interrupted to state that the company’s 
books were kept in accordance with the Commission’s 
regulations; if Mr. Thorne had any doubt as to this, the 
railroad would be glad to have the Commission investi- 
gate them. 

The witness reiterated that the maintenance was 
what was necessary to keep the property in a good 
physical condition. 

Questioned as to what it would have cost to keep 
the road in merely as good condition last year as the 
previous one, the witness replied that a railroad’s condi- 
tion was like a typhoid fever patient’s, there was no 
standing still, it was either a case of going forward or 
backward. 

“Just what hardship would it be on your road if 
present rates should stay in effect?” 

Mr. Gardner said that he would let his answers on 
this. subject to Mr. Lyon yesterday stand as his opinion 
on that matter. 

“If the stronger roads were allowed to absorb the 
weaker roads, would that help the situation? 

“No, sir,” replied Mr. Gardner. 
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Ellis Recalled to the Stand. 


Mr. Ellis for the St. Paul then ‘took the stand. He 
stated advances totaling $484,653.44 had been granted 
freight handlers, telegraphers and switchmen. Increases 
of $2,460,834 to shopmen, locomotive engineers and bridge- 
men were now pending. 

The witness explained, taking up the car rental fig- 
ures of the day previous, that the charges were really 
higher, as practically all this was chargeable to freight, 
but in the division of transportation expenses between 
passenger and freight business, this made the freight 
estimate lower than it should be. 

Explaining the large increases between 1909 and 
1910, witness said that this was practically all due to 
the weather conditions last winter. The road had a 
large number of foreign cars on its rails, when the storm 
period came; there was great congestion, and efforts 
were directed toward the handling of the loaded equip- 
ment. When the St. Paul rails were free of congestion, 
their connections could receive only loaded cars, leaving 
the St. Paul with an excess of empty foreign cars on 
which the per diem still ran. 

Mr. Lyon inquired whether, if two lines were both 
properly equipped as a general thing, the car rental 
should balance. Mr. Ellis did not think so. He stated 
that Mr. Lyon’s supposition lacked the fundamental 
premise that both roads were equally equipped to handle 
the same kind of traffic. For instance, one road’s ton- 
nage might be mostly live stock, another grain, and the 
interchange between the two roads practically confined 
to grain; this would throw the car balance against one 
road. 

Taking up the question of what the freight rate in- 
creases would mean to the consumer, Mr. Lyon wanted 
to know whether the advances mentioned took into 
account the transportation charges on the raw material 
going into the manufactured article and the fuel used. 
Mr. Ellis replied that his figures were actually what 
would be added to the cost of the article. Finally he 
admitted that if one could take the increase, for instance, 
of 10 cents in coal, and spread it over the cost of the 
manufactured article, that would be added to the cost 
of the finished article. 


Nothing Normal About Railroads. 


“There is nothing normal about the railroad busi- 
ness—everything is abnormal,’ declared Mr. Ellis in 
reply to questions as to what would be a normal in- 
crease in expenses. He felt that it would be impossible 
to estimate from the past what next year’s would be. 
“When the operating expenses for ten years, however, has 
increased faster than the increase in revenues, it shows 
a condition of economic cancer that will eat out the life 
of the railroad unless checked.” 

“In the last ten years,” said Mr. Ellis, “expenses 
have increased $13,000,000 and revenues have gone down 
$7,000,000—a difference of $20,000,000. Unless something 
is done these lines of expense and income will meet. It 
seems to me that this should be checked. A $750,000 
wedge in a $7,000,000 squeeze is only a small entering 
wedge, but it is a beginning. It is better to begin now, 
than to wait until we have a receivership.” 

Mr, Ellis submitted a statement showing that the 
expense per train mile had increased 26.36 per cent more 
than the revenue in the last ten years. 
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Continues Examination of Ellis. 


Continuing his examination of Mr. Ellis Thursday 
morning, Mr. Lyon inquired whether freight operation 
was less expensive than passenger. Mr. Ellis said it was. 

Mr. Lyon wanted to know what a carrier should be 
allowed to earn. It had been contended that a railroad 
should earn enough to pay expenses, fixed charges, divi- 
dends and leave a surplus. Mr. Ellis agreed with the 
statement of Mr. Gardner that the surplus already be- 
longed to the stockholders. 

Commissioner Clark stated that the question at issue 
was whether in the future the surplus that is put back 
into the property should be continuously and progress- 
ively added to the value and become a subject of per- 
petual dividends. 

Mr. Hanson expressed the opinion that a fair return 
involved a surplus. 

Commissioner Lane inquired if Mr. Hanson acted 
on the theory that if the individual rates were per se 
reasonable the whole mass was reasonable, regardless 
of what this whole return might mean. 
stated that that was not exactly his view. 

Mr. Lyon wanted to know whether the vital ques- 
tion was not, did a fair return involve a surplus, but 
how great a surplus a road should be permitted to earn. 

Attorneys Lynde and Hanson interrupted to state 
that they considered this to be a subject for argument. 

Mr. Lust opened the cross-examination for the ship- 
pers with questions on the first exhibits, showing the 
dollars and cents changes involved in the rate advances. 
Mr. Ellis declared that all revenue changes, whether 
changes in minimum or increases in rates. 

In a general way, he felt that the increased rates 
would be higher than 1906; rates, to-day, are, however, 
not much different from that year. He was sure, though, 
that to-day‘s rates are considerably lower than in 1901. 

“Who does your repairs?” queried Mr. Lust. 

“We do it all ourselves,” answered the witness. 
“Nobody else gets a chance at that?” 

“The cost of service per unit is increasing faster 
than the revenue,” said Mr. Ellis a few minutes later. 
“Operating ratio is only a relative figure. When the 
expenses are increasing faster than our earnings, we 
are bound to go to smash. Operating ratio might go 
down to 50 and the road be in the hands of a receiver. 
What ails the railroad business is that the cost per unit 
of service is increasing faster than our income; that is 
where we are diametrically opposite to the manufacturer. 
It is an economic law that the greater the business the 
less expense per unit; to violate this means economic 
death. That is why we are here to-day.” 

“Has the St. Paul since 1901 issued at any one time 
$100,000,000 to stockholders?” demanded Mr. Lust, fol- 
lowing up a statement of the witness that if that amount 
had ever been thrown on the market when the quota- 
tions were 180, the market would have dropped to 50. 
In response to questions by Commissioner Lane, Mr. 
Ellis stated that the proposed advance would take off 
only about 10 per cent of the load now being borne by 
the railroads. He admitted that further increases would 
be necessary. As the demands for increased wages 
were caused by the increased cost of living, because the 
shippers advanced the price of their materials required 
the railroads to boost pay, increased their cost of living, 
the railroad’s only recourse to keep its head above the 
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water is to go back to the shipper for increased reve- 
nues. 

The witness contended that the shippers are getting 
their profit out of the increased cost of living; they 
must bear some of its burden. General prosperity exists 
everywhere but in the railroad treasury. In the last ten 
years the carriers have flourished, but they are now 
menaced with bankruptcy; they feel that they should 
not be required to wait for higher rates until the re- 
ceiver knocks at the door. 

Ellis was asked what the $51,000,019 surplus of the 
St. Paul was invested in. He said he could not give 
this now. 

“Suppose rates were increased so that in a short 
time you had a surplus vf $75,000,000 or $100,000,000— 
that would not prevent you from coming here and asking 
for higher rates if you advanced wages?” asked Com- 
missioner Lane. 

The witness stated that it depended on the cost of 
the unit of service. 

Commissioner Lane then wanted to know if the 
trouble with the railroad was too much business. Under 
present conditions of operation this was acknowledged 
to be, in a measure, true. 

“Tf there is to be a progressive increase in rates, 
no stability of rates with the development of the coun- 
try, the problem becomes a menace and must be worked 
out along different lines,” declared the Commissioner, 
commenting on the fact that expansion of traffic has 
seemed to add to, rather than decrease the cost of trans- 
portation. 

Thursday Afternoon Session. 


Mr. Lust continued the cross-examination of Mr. 
Ellis. The attorney stated that he understood the wit- 
ness’ position to be that it would be better for the 
owners of St. Paul to obtain no more increased tonnage. 
Mr. Ellis replied that this was incorrect. He considered 
getting more business under conditions prevailing the 
lesser of two evils. 

Under present conditions, $10,000,000 more business 
next year would mean a lower proportion of net return. 
The gross income could not be increased without adding 
substantially to the cost of handling. 

“Is there any way. to you can keep two lines not 
parallel from meeting? That is the condition here. 
Instead of the relation of income to expenses running in 
parallel or diverging lines, the lines are converging. 
Unless something is done to stop this, expense and earn- 
ings are bound to come together,” declared Mr. Ellis. 

Last year income from sources other than operation 
amounted to about $9,000,000. Of this $6,000,000 was 
the interest of a year and a half on the Puget Sound 
railway. 

“That means,” said Commissioner Lane, “that the 
Puget Sound in practically the first year of its operation 
was able to pay operating expenses and pay $4,000,000 
interest to the parent company.” 

Mr. Hanson stated that the gross earnings per mile 
of the western line exceeded that of the old St. Paul 
business last year. 

Replying to questions from Commissioner Lane, Mr. 
Ellis testified that the greater part of the traffic of the 
Puget Sound was interchanged with the old St. Paul. 
The witness did not believe, however, that the western 
extension was favored in the matter of divisions. It 
was the witness’ opinion that this road was treated in 
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the matter of divisions the same as any other connec- 
tion. 

Commissioner Clements asked what securities were 
issued by the St. Paul to take up the $100,000,000 bonds 
of the Puget Sound now held by the parent company 
Mr. Ellis replied that stock had been sold the stock- 
holders of the St. Paul at par. A few months later, the 
witness said, this stock was quoted in the market at 96. 

The Commissioner then inquired whether it was true 
that the St. Paul had received $4,000,000 in interest on 
the bonds so secured and paid seven per cent on this 
stock. This was admitted to be so. 


Mr. Lyon then called attention to the fact that the 
St. Paul had paid $7,000,000 on stock issued to buy bonds 
for which it received $4,000,000. Would not this $3,000- 
000 have taken care of the wage increases? the attorney 
inquired. Mr. Ellis declared that there were other fac- 
tors, increased tonnage, and returns from the Puget 
Sound stock, to be taken into consideration. 

The witness admitted that the St. Paul also owned 
all the stock of the Puget Sound road—$100,000,000— 
as well as all the bonds. 

Mr. Ellis was asked what increase there had been 
in the St. Paul’s cash and current assets; he did not 
know. 

“How does the cost of traffic delivered to you by 
the Puget Sound compare with that originated on you 
own rails?” asked Mr. Lust. 

“That we receive from the Puget Sound costs less.’ 

He explained, however, that the difference in cost 
was too slight per unit of service to be taken into con- 
sideration. 

“Has your road ever received any land grants from 
states or the United States?” 

“T don’t know. If it did, they have been eaten up 
in the bankruptcy of the early parts of the company.’ 

Mr. Lyon asked the witness to give the book cost 
of the Puget Sound. Mr. Ellis declared if that road was 
party to this proceeding he would have a witness supply 
the information. 

Counsel next wanted to know whether the Puget 
Sound and the St. Paul divided rates at Mowbridge in 
the same manner as did the other transcontinental lines 
at St. Paul, Minn., and Ogden. Mr. Ellis did not know 

Mr. Lyon then’ read from statistics furnished the 
Commission for the last nine years. This showed that 
the capital stock of the St. Paul increased from $99,000,- 
000 to $132,000,000; book value, $224,000,000 to $274- 
000,000; dividends in this period increased 90 per cent, 
unappropriated surplus 175 per cent. 

Commissioner Lane understood that even during the 
panic the St. Paul road had a surplus of about $4,000,000; 
that, now, if it were not for the amount received from 
the Puget Sound, there would be a possible deficit for 
the year. 

The Commissioner stated that in 1908 the volume of 
traffic was less than in 1909 or 1910; yet the road was 
able to pay expenses and dividends; to handle that same 
business to-day would entail a loss. Mr. Ellis admitted 
this was so. 

Pressed for a reason for this, Mr. Ellis declared it 
was due to the increase in the cost per unit. “This cost 
per unit” the Commissioner considered the mysterious 
feature; he wanted to go back of this. The witness 
declared it was largely due to decreased efficiency of 
labor and increased number of men employed. 
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“The destruction of the efficiency of labor through 
legislation has been the greatest factor in increasing 
cost—more so than the increase in the rate of pay,” 
declared Mr. Wiiis. 

The witness stated that it was impossible to accu- 
rately segregate the increased cost due to the hours of 
service law. 

“Labor translated into the tonnage which is hauled 
is constantly showing less efficiency compared to the 
volume of traffic hauled.” 

The only antidote for present conditions is reduced 
operating expenses or greater revenue. 

The proposed rate increase would take care of 10 
per cent of the increased cost. “What of the other 90 
per cent?” inquired Commissioner Lane. 

Mr. Ellis did not believe that this would all have 
to be made up in rates. What must be taken up by 
higher rates is the excess in the lessening ratio between 
expenses and income. A million or a million and a half 
more revenue was needed to get above the dead line. 
If expenses and income could be set in parallel grooves, 
or even if the lines were converging, a correction thrown 
in now and then, the road would be safe. If the road 
was to be on a sound basis economically, the narrowing 
margin between expense and income must be checked. 

Commissioner Clements wanted to know what would 
be the result if the dividend rate was reduced one per 
cent. While this would add temporarily to the surplus, 
it would not be an adequate remedy. This would be 
followed, if this was taken as a palliative for conditions, 
by further reductions until dividends were entirely “wiped 
out. 

“What I have attempted to show by my exhibits,” 
declared Mr. Ellis to Attorney Lyon, “is that, while the 
volume of business is increasing, the return on the prop- 
erty is decreasing.” 

J. B. Sheean, general attorney for the Chicago, St. 
Paul, Minneapolis & Omaha railway, stated that his road 
would file its exhibits, subject to the calling of wit- 
nesses to identify them, should the shippers so desire. 
This would be done Friday morning. 


lowa Central and M. & St. L. Begin Case. 


George W. Seivers, general counsel for the Minneap- 
olis & St. Louis and Iowa Central railways, opened the 
case for these companies. He announced that, while the 
two roads were separate corporations, he would like to 
use the same witnesses for both roads. 

L. G. Scott, auditor of these roads, was the first 
witness called. He was asked to explain exhibit No. 1, 
which was prepared to show the comparative income of 
the Minneapolis & St. Louis for the decade 1901-1910. 
This revealed that mileage increased from 641.84 miles 
to 1,027.04; operating revenues from $3,402,239.96 (freight, 
$2,413,133.55) to $5,117,950.01 ($3,398,308.50 freight); oper- 
ating expenses, $1,921,808.56 to $3,520,950.01; taxes, $107,- 
932.73 to $225,278.68; total operating expenses and taxes 
from $2,029,741.29 to $3,745,299.43; net operating reve- 
hue from $1,372,498.69 to $1,372,650.58; net miscellaneous 
income from $44,617.92 to $59,357.73; total net, $1,417,- 
116.61 to $1,432,008.58; dividends, preferred stock, $428,- 
416.50 to $99,147.50; fixed charges, interest on funded 
debts, $875,120 to $1,354,923.80; surplus from $113,580.11 
to $22,062.99 deficit. There was a deficit after deducting 


dividends and interest of $103,291.95 in 1904, $85,595.09 
in 1908, $296,958.68 in 1909 and $22,062.99 in 1910. 
Bxhibit No. 2 showed the nature of the funded debt 
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of the company for the same decade. First and refund- 
ing mortgage bonds in 1901 totaled $8,151,000, of which 
$551,000 was in the treasury; in 1910, the total was 
$12,218,000, of which $348,000 was in the treasury. First 
consolidated bonds in 1901 aggregated $5,282,000, of which 
$282,000 remained in the treasury; in 1910, all of these 
were outstanding. 


In 1901, the following bonds were also held: 


: 1901. 1910. 

Minnenpolia G Tobetih occ. cscs ac ctcccatecs oe. wes teens 
Minneapolis & Merriam Junction.......... OS SRO Se ee 
Merriam Junction & Albert Lea.......... 950,000 $ 950,000 
Se TERA ckab iat b endoe de case ceeebe Ree. 7 noeee eee 
Southwest Extension .............ccceccess 636,000 636,000 
PCED. MEIN. © Sain bea de wcecsebecdined 1,382,000 1,382,000 


540,000 
The total funded debt in 1901 was $18,151,000; .in 


1910, $21,008,000. The capital stock in 1901 was $10,- 
000,000, $4,000,000 of which was preferred; the same was 
true of 1910. In 1901, however, there was $5,825,700 
common stock outstanding and $3,960,400 preferred; in 
1910, $5,835,900 common stock outstanding and $3,965,900 
preferred. 

Exhibit No. 4 was an estimate of increased expenses 
due to wage increases, taxes, tariffs, etc., showed an in- 
crease since 1904 of $1,005,569.83. Earnings per ton 
mile during this period were as follows: 1903, 12.38 
mills; 1904, 12.17; 1905, 10.98; 1906, 11.53; 1907, 10.93; 
1908, 10.63; 1909, 10.75; 1910, 10.50 mills. 

Exhibit 5 was a statement of maintenance of way 
structures. This expense per mile of line in 1904 was 
$484.17; 1905, $422.72; 1906, $556.53; 1907, $469.83; 1908, 
$449.60; 1909, $450.73, and $1910, $531.73. 

The comparative statement of freight earnings and 
loss and damage freight for eleven years follows: 


L. & D. 

: % of Inc. %ofiInc. %of 

Freight for Loss and for Freight 

Year— Earnings. 11Yrs. Damage. 11 Yrs. Barn’gs, 
June 30, 1900...$2,117,553.34 ae 2,855.25 apt ae | 
June 30, 1901... 2,413,133.55 14 4,804.63 68 2 
June 30, 1902... 2,526,762.54 19 7,706.42 170 3 
June 30, 1903... 2,224,520.53 5 10,672.10 274 5 
June 30, 1904... 1,878,058.33 *11 10,977.21 284 6 
June 30, 1905... 2,021,993.49 *4 15,451.92 441 8 
June 30, 1906... 2,550,563.55 20 26,949.46 844 1.1 
June 30, 1907... 2,681,350.79 27 35,463.13 1142 1.3 
June 30, 1908... 2,555,133.28 21 37,234.22 1204 1.4 
June 30, 1909... 2,796,605.69 32 58,912.71 1963 2.1 
June 30, 1910... 3,398,308.50 60 88,178.76 2988 2.6 


$27,163,983.59 $299,205.81 





*Decrease. i 
After a brief cross-examination by Attorneys Lyon 


and James, Mr. Scott was called upon to identity ex- 
hibits submitted by the Iowa Central. The income ac- 
count for the decade showed that mileage increased from 
506.13 miles in 1901 to 558.43 in 1910; operating reve- 
nues, $2,298,125.47 (freight, $1,789,978.66) to $3,532,619.97 
($2,661,200.24 freight); operating expenses, $1,843,226.83 
to $2,869,923.55; taxes, from $75,884.45 to $98,523.92: ~net 
operating revenues, $379,013.19 to $564,172.50; net mis- 
cellaneous income, $1,679.18 to $36,668.07; total net in- 
come $380,692.37 to $600,840.57; fixed charges, interest, 
$373,748.78 to $627,504.21; surplus after deducting fixed 
charges, $6,943.59 surplus, to $26,663.64 deficit. 

Exhibit 2 showed that the funded debt in 1901 was 
$7,649,544.91, divided among first mortgage and first and 
refunding; in 1910, this had increased to $6,716,000 first 
and refunding bonds, $996,000 of which was in the treas- 
ury, $7,650,094.91 first mortgage and $304,191.99 equip- 
ment trust—a total of $14,670,286.90. 

Exhibit 3 showed that the capital stock in 1901 was 
$14,179,706.79, of which $5,672,418.22 was preferred; in 
1910 this had increased to $14,200,433.22, of which $5,674,- 
809.84 was preferred, 
















Exhibit 4, covering actual and estimated increased 
expenses due to wage increases, safety appliances, tar- 
iffs, etc., was $715,935.83. Earnings per ton miles: 1903, 
6.67 mills; 1904, 6.40; 1905, 5.98; 1906, 5.91; 1907, 6.28; 
1908, 5.92; 1909, 6.15, and 1910, 5.87 mills. 

The freight claim statement for this road follows: 


L. & D. 
% of Inc. %ofInc. of 

Freight for Loss and for Freight 

Year— Earnings. 11Yrs. Damage. 11 Yrs. Earn’gs. 
June 30, 1900...$1,847,665.71 ave $ 16,151.84 — 9 
June 30, 1901... 1,789,978.66 *3 8,130.06 *50 5 
June 30, 1902... 1,978,158.43 $7 7,348.80 *54 4 
June 30, 1903... 1,839,858.48 e4 11,233.35 *30 -6 
June 30, 1904... 1,860,514.45 7 16,308.55 1 9 
June 30, 1905... 2,013,549.32 9 22,957.15 42 p I 
June 30, 1906... 2,383,159.74 29 31,312.12 94 1.3 
June 30, 1907... 2,508,327.42 36 41,605.49 158 1.6 
June 30, 1908... 2,383,815.91 29 39,904.18 147 1.7 
June 30, 1909... 2,359,556.55 28 49,122.24 204 2.1 
June 30, 1910... 2,661,200.24 44 46,458.97 188 1.7 


$23,625,784.91 $290,532.75 








*Decrease. 

It was estimated the rates under investigation would 
furnish the roads with $36,070 additional revenue per 
year. 

All the carriers parties to the present proceedings 
have been called on to furnish the following information: 

How much money has gone into sinking funds in the 
last ten years? 


What amounts of bonds have been retired other than 
by refunding during the last ten years? 

How much money has been paid into “car trusts” 
for the purchase of future rolling stock “on the install- 
ment plan?” 

The dates and amounts of any and all “stock divi- 
dends” or bonuses to stockholders during the last ten 
years. 

The dates and amounts of all sales of new stock, 
worth a premium, to'old stockholders at par during the 
last ten years. 

W. G. Bierd, general manager of the Minnepalos & St. 
Louis and Iowa Central Lines, was the first witness put on 
the stand Friday morning. 

General Counsel Seevers asked in what condition the 
witness had found the Iowa Central when he became con- 
nected with that line about eleven months ago. Mr. Bierd 
declared he had made an inspection about eight months 
ago. He found the branch lines generally below the physi- 
cal condition of other branch line roads in Iowa handling 
similar business. 5 

The main line is an old line, buit as most new roads 
were built several years ago, but it has not been brought 
up to the condition of its competitors. This is strikingly 
true of bridges and structures—many of the bridges being 
wooden. This has meant a high maintenance charge. 

Mr. Bierd estimated that in improvement and main- 
tenance, without any change in grade line, $1,300 per mile 
per annum should Be spent on the main line and 
$600 on the branch roads for a period of from five to 
seven years to maintain the road as it ought to be. The 
improvements necessary to put the line in as good a 
condition as its neighbors would require the expenditure of 
approximately $650,000 to $675,000 for about four years, 
over and above maintenance charges. 

Maintenance of rolling stock has not been kept up. 
The locomotives, however, will be in a fair condition at 
the end of the year. Box cars, when in need of repairs, 
have been set aside for coarse freight. The purchase of 
new rolling stock has been fairly kept up, but out of 3,700 
freight car units, 1,000 cannot be used in all traffic, and 200 
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of these are absolutely unfit for use until sent to the shops 
and overhauled. 

“T believe the road should be properly maintained and 
operated to justify its existence in the communities it 
serves,” declared Mr. Bierd. 

‘Tt will be seen very-readily that the increased cost of 
operation has exceeded very strikingly the increased gross 
income. I believe the increase gross has increased in 
proportion to the other lines in our territories, but the 
increased cost of operation has increased out of all pro- 
portion to the increase in income. The property is not in 
as good condition to handle the traffic of to-day as it was 
ten years ago to handle the traffic of that period. This is 
particularly true of roadbed. Bridges have not been re- 
newed as fast as they should have been; heavy rails have 
not been laid fact enough to care for the heavier rolling 
stock. Stockyards, water stations, etc., have been prac- 
tically neglected.” 

Commissioner Lane called attention to the fact that 
the ratio of maintenance had not materially changed in 
ten years. The witness declared that the road had no 
credit, it had to meet increased cost of transportation 
and it was forced to meet these higher expenditures by 
taking it out of maintenance. 

The principal reason the Iowa Central has not been 
able to maintain its physical condition in keeping with 
its neighboring lines is due to its geographical position 
and its relation to its connections, and must look to its 
large revenue from local business. As to the percentage 
of local business, this road has well held its own in 
comparison to the big transcontinental lines, explained 
the witness, responding to further inquiries from the 
Commissioner. 

The value of the labor now employed under increased 
schedules was then taken up. In 1910 over 1903, there 
was a total increase of $60,000 and an accumulated in- 
crease of $101,000 in the organized labor help over the 
scale of 1903. The mechanical department shows an 
accumulated increase of $177,000. The increase to trans- 
portation shows an accumulated increase of $340,000 in 
wages. 

“I believe it is generally believed—and quite gener- 
ally accepted—that with the constantly increasing cost 
of labor the railroads are receiving a constantly increased 
efficiency.” 

The railroads, however, have not reduced their cost 
of production with the increase in the units produced. 
This is largely due to the labor increase. It is the wit- 
ness’ observation that with the increasing pay to labor 
there has been a decrease in the production.. The em- 
ployes, in the time worked, are giving as efficient serv- 
ice, but the hours of service have been largely decreased. 

Mr. Bierd called particular attention to the train- 
men’s schedule. Here the pay is on a mileage basis. 
If a man is called out and used only an hour, the mini- 
mum day’s pay is given; if however, he was to make 4 
run of 100 miles in three or four hours, and additional 
service was asked, double time would have to be paid. 

While 100 miles is the average run, if this cannot 
be made in the 10-hour day and additional time is re- 
quired to make this, overtime is paid. This Mr. Bierd 
did not think would be so unfair if the railroad could 
demand, on the other hand, a full day’s service when 
the employe was called out and made his run in less 
than that time. 

Mr, Bierd believed that the classification of work of 


Septem 


the ho 
crease 
same a 
“¥e 
transpo. 
“Ye 
“a 
the gre: 
Mr. 
could b 
reached 
Wil 
First, i 
railroac 
maintai 
gant su 
deman¢ 
“De 
rate co 


rates?” 
Ge 
did not 
all line 
“Ww 
demant 
Mr 
road ac 
no ans 
cory 
present 
were g 
total r 
“\ 
tofore 
off the 
Meanw 
its face 
Mr 
inspect 
the Io 
would 
$54,000 
My 
Mr. Bi 
wester 
the sa 
with p 
Tr 
ical co 
then v 
it cow 
This v 
a quer 
improy 
acknoy 
Cc 
crease 
000. 
knowl 
declar 
bonds 
Tl 








No, 13 


e shops 


led and 
ities it 


cost of 
d gross 
ased in 
but the 
all pro- 
3 not in 
} it was 
This is 
een re- 
iis have 
rolling 
M prac- 


ict that 
nged in 
had no 
ortation 
ures by 


ot been 
ng with 
position 
k to its 
‘centage 
own in 
xplained 
‘om the 


icreased 
3, ther« 
ated in- 
yver the 
lOWS an 
to trans- 
10,000 in 


e gener- 
ing cost 
ncreased 


heir cost 
produced. 
the wit- 
to labor 
The em- 
ent serv- 
ecreased. 
he train- 
ze basis. 
the mini- 
) make a 
.dditional 
e paid. 
is cannot 
ne is re- 
Mr. Bierd 
ad could 
ice when 
1 in less 


| work of 








September 24, 1910 





the hour men in the trades service has caused an in- 
crease of approximately one-third more to obtain the 
same amount of labor as in former years. 

“You agree with Mr. Ellis that the cost per unit of 
transportation has increased?” asked Commissioner Lane. 

“Yes.” 

“You agree that the greater the volume of business 
the greater the increase in expense?” ~ 

Mr. Bierd did not. This condition he did not believe 
could be reached until the maximum of traffic had been 
reached, 

Witness felt that the questions at issue here are: 
First, is the railroad economically operated; then are the 
railroads carrying rates that will enable the railroads to 
maintain their credits and have a surplus—not an extrava- 
gant surplus. They should be allowed to meet emergency 
demands and pay a reasonable dividend. 

“Do you know where the demands for this increased 
rate comes?” asked Commissioner Lane. 

“T think it came from the weaker roads.” 

“Ts that a fact?” 

Tt 

“What were the roads that instigated this increase of 
rates?” continued the commissioner. 

General Counsel Seevers interrupted to state that he 
did not believe the witness could pass on the condition of 
all lines. 

“What roads were there that primarily inaugurated this 
demand for advanced rates?” 

Mr. Bierd replied that when it came to tellittg what 
road actually brought the question to a head he could give 
no answer. 

“The Iowa Central cannot indefinitely continue under 
present conditions,” declared the witness. “If the advances 
were granted it would yield $36,000, or 1.3 per cent of the 
total revenue. 

“Why relief is more necessary at this time than here- 
tofore is that the Iowa Central has practically been living 
off the meager surplus it had, but this has been eaten up. 
Meanwhile its collateral is now worth only 70 per cent of 
its face value.” 

Mr, Bierd estimated from his knowledge and persenal 
inspection that the present-day reproduction of a railroad of 
the Iowa Central’s kind—witness did not believe anyone 
would want to reproduce it as it is now—would be from 
$54,000 to $56,000 per mile. 


Mr. Lyon tock up the cross-examination of the witness... 


Mr. Bierd was asked whether a line equipped like the North- 
western, at the same rate, could earn a larger return in 
the same territory. Mr. Bierd did not believe he could 
with propriety give a reply. 

The Iowa Central, declared the witness, is not in a phys- 
ical condition to economically earn as it should be. Mr. Lyon 
then wanted to know whether if the road was improved 
it could not handle business at a less expense per unit. 
This was admitted to be true. Mr. Lyon followed this with 
a query as to whether if capital were put in to make these 
improvements, rates could not be reduced. This, too, was 
acknowledged to be, perhaps, a fair statement. 

Commissioner Lane asked for an explanation of the in- 
crease in interest on fixed charges from $373,000 to $627,- 
000. Mr. Seevergs declared that this was not within the 
knowledge of the witness. Generally speaking, Mr. Bierd 
declared that he believed it was due to the issuance of 
bonds for extensions and improvements. 

The commissioner called attention to the act that the 
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witness had testified that more revenue was needed to 
maintain credit, and yet in nine years there was an in- 
crease in the funded debt of about 90 per cent. Mr. Bierd 
answered that the ability to increase this debt without 
larger earnings was about exhausted. 

“The surplus belongs to the shipper because it is held 
to meet the demands of the shipper and the public; there- 
fore, the shipper should furnish it. But if it goes back into 
the property, I don’t ask the shipper to pay for it.” 

“The question is, shall the Commission in fixing the 
rate consider the unappropriated surplus and allow a re- 
turn thereon,” declared Mr. Lyon. 

“I believe the Commission should allow the railroad 
to earn a proper income on that surplus which has gone 
back into the property. 

“For the future should they allow the fixing of a rate 
that will allow the accumulation of a surplus that will be 
again put back in the property and in turn become a basis 
of a further rate advance?” 

“That would be an unfair allowance.” 

Mr. Bierd also thought that if the railroad ten years 
ago had had sufficient money to put it in first-class con- 
dition, present rates might now be remunerative. 

Clifford Thorne conducted the cross-examination for the 
shippers. Replying to his queries, Mr. Bierd stated that 
the larger percentage of the Iowa Central’s business was 
local. The witness was then asked if the road had any 
rules for traffic divisions. He answered that divisions were 
arranged on general territorial arrangements. 

Mr. Thorne wanted to know whether the road had 
traffic agreements by which the tonnage was diverted to 
different lines. The lawyer explained that the purpose of 
the question was to find out whether the Iowa Central was 
being milked for the benefit of the other Hawley lines. 
Mr. Seevers interrupted to say that this knowledge would 
not be within the witness’s knowledge. 

The fireman is the only man employed whose burden 


has been increased by the increased tonnage over ten years 
ago. 





Eighty-two Per Cent on Time 





Albany, N. Y., September 24.—The report of the public 
service commission, second district, as to passenger train 
delays for July shows that 68,71» trains were run, of which 
82 per cent were on time at division terminals. The avy- 
erage delay for each late train was 25.2 minutes, and for 
each train run, 4.6 minutes. 

The record of the principal roads follows: Boston & 
Albany, 89 per cent of trains on time; Boston & Maine, 
75; Delaware & Hudson, 80; Lackawanna, 89; Erie, 87; 
Lake Shore, 68; Lehigh Valley, 88; Long Island, 76; Nickel 
Plate, 79; New Haven, 88; Pennsylvania, 78, and New York 
Central, 82 per cent; Ontario & Western, 64. 


ORDERS CUT IN SWITCHING RATE. 


Madison, Wis., September 23.—The Northern Pacific 
Railway company, under a decision of the state railroad 
commission, has been ordered to discontinue its present 
rate of $3 per carload for switching grain from its con- 
nection with tracks of the Soo line in the vicinity of 
Hill avenue, Duluth, to the mill of the Duluth-Superior 
Milling company and to the elevator of the Superior 
Terminal company, and to substitute a rate of $1.50 per 
carload. The milling company was the complainant, 
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WIND UP EASTERN SESSIONS 


Wight the Last Witness to Testify—Attorney Thorne 
Asks Commission to Strike Out Railroad Evidence 








(Special Correspondence to The Traffic World.) 

As reported in the last issue of THE TRAFFIC WORLD, 
the final New York hearing on proposed advances in 
Official Classification territory rates was held the fif- 
teenth. Below follows the account of the closing ses- 
sions: 

Last Wednesday’s proceedings in the freight rate 
hearings before the Interstate Commerce Commission 
examiners opened with a further general presentation of 
statement and statistics intended to conform to the de- 
mands made by the shippers up to date. Numerous 
questions bearing upon different phases of data already 
submitted were asked by the counsel for the Commission 
and for the shippers, the railroads in practically all the 
instances manifesting a desire to make any uncertain 
points as clear as possible. 

At one point Counsel Butterfield of the New York 
Central lines showed that the new calculations made by 
the Lake Shore group of roads on the basis suggested 
by the shippers had resulted in advancing the wage 
increase estimate from $1,480,747 to $1,571,631. Said Mr. 
Butterfield: “That is the only purpose of offering these 
exhibits—to show that the’ method suggested by the 
learned counsel gives a larger figure than we used.” 

The first witness called during the day was W. C. 
Maxwell, general traffic manager of the Wabash. In re- 
sponse to questions by his counsel, Mr. Minnis, the wit- 
ness gave the following reasons for believing the pro- 
posed freight rate increase to be justifiable: 

“We operate a very fast service from here to St. 
Louis and Chicago, and from various cities that we touch. 
There has been a constantly growing demand for this 
through merchandise service. The railroads, in response 
to that demand, have steadily added more and more 
cars, and the loading of such cars is very light, and the 
freight is, as a rule, of high character, and the risk is 
great. The amount of work involved in handling that 
class of business is a great deal more than on other 
classes, and I think that the average revenue that we 
now get is such that, on to-day’s scale of wages, with 
the constantly increasing expenses at all points, terminal 
expenses and every branch of the business, we do not 
make any money on it. We simply must have more 
money if we are going to live and go ahead and serve 
the public.” 

Accepting these as Mr. Maxwell’s general reasons 
for advancing the rates, and pointing to the fact the 
raise of rates as proposed applied to all classes, Exam- 
iner Brown asked if the witness would give his reasons 
for having made advances also on certain commodities. 
Witness replied that “we went over all those commodi- 
ties in detail and endeavored to figure where we could 
get a little more money, where the traffic would bear a 
little more raise without shutting off the movement of 
it. There was certainly no disposition on the part of 
any railroad, in my opinion, to restrict the movement. 
They want to make the rate so that the tonnage will 
move freely all over this country.” 

Examiner Brown: That is the point. You selected 
these commodities other than the classes which you 
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did, because you considered, in your judgment as a 
traffic man, that those particular commodities would bear 
the raise. 

Mr. Maxwell: Yes, they would bear the raise with- 
out shutting off the business of the country. 

Replying to counsel, witness stated that he did not 
think the consuming public would be burdened by the 
increase, and he gave as some of his reasons the fact 
that the proposed increase of 10 cents per 100 pounds on 
shoes would mean about 3 mills per pair of shoes, about 
1% mills per dozen on eggs, and too infinitesimal an 
amount on silk, dry goods and many other articles to 
be calculable. 

Asked as to the revenue derived by the road per ton 
mile for freights carried during the past 10 or 15 years, 
Mr. Maxwell said that, notwithstanding the fact that 
the existing class rates had stood without change for a 
generation, the tendency of rates had been always down- 


ward. He gave the ton-mile revenue as follows: 

Bc hice ne walla enim orb ode 951 Pe nee ree aks eee’ 3 721 
NEE ciitiina Want Keane amie ee) croc toned cthanee 00S 
Ms ck handed se veo 857 RE asso neva aioe 4 83 
dias oi aia Gad wuacindne ale 802 Ud Cinta k wh Ruined a 85 
UES bering © 02k -aye'e aan 5 647 


Mr. Maxwell: The only conclusion I would draw 
from that is that we have constantly lost revenue 
through rates going down, either as result of state 
legislation or otherwise, and by pressure of shippers, 
changes of one sort or another, until we have gotten 
down to where we are doing business on a very narrow 
margin. I do not believe that any railroad in our situa- 
tion can go ahead and serve the public and develop 
their facilities for the constantly. growing traffic on any 
such earnings as shown in those we are now giving. If 
we could get anything like the rate per ton mile that 
we did years ago, we would have a magnificent railroad 
to-day. 

Mr. Thorne here asked the witness if there were 
not many freight items that entered into the freight 
paid on a pair of shoes, the freight, for instance, on the 
hides shipped to the factory, on the commodities con- 
sumed by the labor engaged in making the shoes. But 
Mr. Maxwell thought that even all these freights put 
together would not be such as to amount to anything op 
the individual pair of shoes sold to the consumer. 

Mr. Thorne: Is it not true that the rate per ton 
mile could be 15 or 25 per cent higher in 1900 than at 
present and yet the rates remain precisely the same? 

Mr. Maxwell: No. 

Mr. Thorne: Suppose your company, the Wabash, 
had precisely the same rates as the New York Central, 
but you hauled twice as many low-class commodities 
taking very low rates as the New York Central; is it 
not true that your average rate per ton mile would be 
lower than the New York Central’s? 

Mr. Maxwell: We have to have traffic as we can 
get it, and all we can get, and we are constantly strug: 
gling for more. From that standpoint, in spite of the 
fact that our per ton rate has gone down, we are hal- 
dling a great deal more of high-class freight than we 
were. Our percentage of merchandise business, as 
shown in the reports on file with the Commission, has 
gone up, and our percentage of manufactured goods— 

Mr. Thorne interrupted to press for a categorical 
answer to his question, and Mr. Maxwell, after some pa'- 
leying, replied: 
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“Well, I think it is immaterial how I answer you. 
I will answer you yes, for instance—any way you want. 


Mr. Thorne: Is it not also true, Mr. Maxwell, that 
your rates could be precisely the same as the New York 
Central’s for the same distance, and yet, if your average 
distance haul was greater than the New York Central, 
your average rate per ton mile would show less than 
the New York Central’s? 


Mr. Maxwell admitted that the “average rate per 
ton mile would go down the longer you hauled the 
freight;” but when counsel urged that “if your average 
distance is greater to-day, we will say, than ten years 
ago, the rate per ton mile would be less, notwithstand- 
ing the rates remained the same,” witness replied: 

“That would be true, but actual experience shows 
that you can only increase your average haul fraction- 
ally—a few miles, maybe, in a year—if you were to bend 
all your energies in that direction.” 

Crowding this line of inquiry, Mr. Thorne summarized 
by asking: “Then the factors of distance haul and class 
of commodities can change that rate per ton mile, re- 
gardless of your rates?” 


Mr. Maxwell: They can change it slightly, but it 
will not make a material change. You will have to go 
back to the actual facts—your actual performance. 

Bearing upon this actual performance, Mr. Thorne 
brought out that the decreases in ton-mile rate had oc- 
curred in the main prior to 1899, the decrease since 
that time having been less than a mill, while be#ween 
1882 and 1899 it had been 2 to 3 mills. He then asked 
if Mr. Maxwell had “any other evidence than the de- 
cline in this rate per ton mile which would indicate 
that the rates are less to-day that they were ten years 
ago.” He also asked if the witness could name any 
class item on which rates had been reduced within ten 
years. To the first question, witness replied that he 
had no evidence other than general impressions, having 
made no specific calculations, and to the last question he 
replied directly in the negative. 


Mr. Thorne thereupon asked if there had not been 
advances in the classifications of many articles. Witness 
replied that he thought there had been more reductions 
than advances. He stated that there had been a few 
advances in 1906, including some on iron and steel, but 
he thought that there had been only a few of these. 


Comparing, then, the rate on an average car of mer- 
chandise—$75—with the rate on the average of the 
whole traffic, Mr. Thorne had the witness compute the 
rate per ton mile on merchandise was 15 mills, while 
the average rate per ton mile was .582 cents. 


Mr, Thorne: Then the average rate per ton mile 
on this class of traffic is from two to three times as 
high as it is on the average traffic? 

Mr. Maxwell: Yes, and the service is from two to 
three times as good and the losses on it and the expense 


of handling it is very much greater, and the risk is 
very much greater. 


Mr. Thorne: Would you say that the extra trouble 
and expense of handling it was two or three times as 
great as on all other traffic? 

Mr. Maxwell: Well, any railroad that handles any 
amount of that business has got to spend an enormous 
8um for facilities centrally located in the large cities, 
which are very expensive. The cost of labor at those 
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places, especially in the handling of freight—you cannot 
touch a thing but what the expense has mounted out 
of sight. You have to carry an enormous, up-to-date 
investment to take care of that business. You have got 
to run your trains much faster than you do, and if you 
happen to have a little accident, any kind of an accident, 
any slip or anything, goods are stolen or damaged or 
rained on, anything at all, the revenue is gone on many 
thousands of shipments. 


Counsel Thorne thereupon asked the witness if it 
was not true that the same labor that handles other 
traffic at the terminals also handles coal and other com- 
modities. Witness replied that the labor had very little 
to do with coal, and on being asked what ways he had 
for estimating the extra expense of handling the mer- 
chandise, he said: 

“Well, I would reach it on this theory: For illustra- 
tion: In St. Louis, we have spent a good many million 
dollars to get over right into the center of the city, 
where the people want us, for facilities for this class of 
business alone. In Chicago we have done the same 
thing within the last few years. We bought enormously 
valuable property. The public wished to be served in 
that way, and we know that nearly all or the big end 
of our expense is in the operation of those facilities, and 
we know that every branch of labor that we have got 
employed in handling that business—just almost millions 
of transactions to-day—and the fact that we have to run 
these trains and other trains have got to get out of the 
way, which any operating man will tell you is an enor- 
mous expense, for sidetracking other trains to give these 
trains preference, which amounts to expense very fast.” 

From this point, Counsel] Thorne turned to the fol- 
lowing: 

Mr. Thorne: If the traffic is greater on your rail- 
road per mile than it was four or five years ago, is not 
the expense of maintenance of way and structures de- 
creased per ton? 

Mr. Maxwell: 
question. 


I would not attempt to answer that 
I am not an operating man. 

Counsel pressed for an answer as to whether the 
expenses of maintenance of way and equipment had in- 
creased per ton mile, but witness replied that he did 
not know. He only knew that expenses had increased 
enormously in a general way. 

Mr. Thorne: But you do not know whether they 
have increased in proportion to the traffic handled? 


Mr. Maxwell: You would have to get an operating 
man to testify to that. 


Mr. Thorne: Do you know the average cost per ton 
of handling the 1. c. 1. freight at the Chicago terminal? 

Mr. Maxwell: I think it is about 55 cents on the 
warehouse cost alone, just the bare labor of handling the 
stuff from the dock into the car. 

Mr. Thorne: What other large factors are there 
in handling that traffic at the Chicago terminal? 

Mr. Maxwell: Very expensive real estate and ex- 
pensive tracks and expensive switching and everything— 

Mr. Thorne—That is all under maintenance of way 
and structures, is it not? 

Mr. Maxwell: I think our expense in Chicago alone 
—this is rather a rough statement, but I know it has 
gone up enormously, our terminal expenses alone more 
probably than any other item of the business. We 
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have got an army of bill clerks and people of that sort 
that are taking this multitude of packages or billing 
them out or collecting the charges or sending out cards 
to advise people that their goods have arrived, etc. 

Witness was of the opinion that the cost of these 
clerks would not be smaller, as suggested by counsel, 
than the cost of the labor in actually handling the 
freight. “I know we have had to raise the pay of them 
all.” He could give no definite figures in the matter. 

Mr. Thorne: Then the opinion you state about the 
cost of handling this less-than-carload freight is merely 
a general impression of the business rather than accu- 
rate data secured from the operation of the road? 

Mr. Maxwell: Yes. 

Counsel Thorne thereupon asked witness for state- 
ments showing the alleged decrease in the average load- 
ing of the merchandise cars, and Mr. Maxwell gave the 


following monthly averages of carload weight in the 
month of July: 


EE, Nrged et. ke canes Faas 8 eee bake 12,251 pounds 
MA a tices ce bees eae etegee et 13,245 pounds 
EE WR Roa hehe Okc pike ccevetedl< 12,536 pounds 
DT ala Soc leet viele <ekb0 eum ees 12,002 pounds 
1910 


LT amtic Mas ooo 6 aaa Cebbwes 660d 11,279 pounds 


Explaining the large reduction for 1910, witness said: 
“At every one of these points, Chicago, St. Louis, Buffalo, 
Detroit, Toledo, we have, in respcnse to the public de- 
mand, added additional cars, cars that we probably 
thought we hardly would be justified in running, trying 
to serve them more and better, and we have a record 
which will show we have added many additional through 
cars that we load daily and try to run regardless of ton- 
nage. 

Witness thereupon filed a statement showing the 


average loading for the past five years at each of the 
following points: 


Buffalo 





Sere aid Gib a hae 3 uw wie oe na ie dcnatew aaa 16,344 
ES 5:8 aire MK sod ealdhh We. ¢ ua eek bei eae 13,391 
CE aan aes titan tie « o\aiaiaie- Keane ai swa' a ae 10,482 
NE te NE ene fe at la alae a we 9,699 
ET 4 itee Slo CoN sad Ce wedls wa meds cual 12,150 
MM, ge eo 2k cacng ores 0 a ab ais die 9,797 
I tk a oa as oi gh ab ae ne ede hos ov eawe 13,243 
Se ee. Cae owes pear daeten e's whew 12,456 

General average for five years......... 12,262 


Counsel Brandeis for the Atlantic seaboard shippers 
then took up the cross-examination and, through the 
witness’ statements, pointed out, first, that while there 
had been a decrease of approximately 50 per cent in the 
average revenue per ton mile, there had been no de- 
crease in the same period in the class rates, “except so 
far as there may have been some particular decrease as 
the result of classification.” 

Witness was not so sure of the matter, and it was 
suggested that some of the classifications of earlier years 
be submitted in evidence. 

Mr. Brandeis thereupon turned his attention to the 
abolition of rebates and asked the witness if it was 
not a fact “that those rebates varied from small rebates 
of 5 per cent up to a rebate of 50, 60 per cent even, in 
certain items.” : 

Mr. Maxwell: Oh, I know nothing about that. 

Considerable fencing occurred between counsel and 


Vol. VI, No. 13 


witness on the rebate matter, witness declining to com. 
mit himself as to the date at which the practice of rebat- 
ing had been discontinued or as to his knowledge of the 
general subject of rebating. He finally said: 

“Well, the lowest freight rate we ever had was in 
1906, 54.4. That is supposed to be about the period they 
were abolished.” 

Mr. Brandeis explained that his object in the inquiries 
was only to show that not only had there been no de- 
crease in rates, but that, with the abolition of the re- 
bates, there had been an actual increase. 

Mr. Maxwell: Well, I said that in the first place I 
know nothing about the rebates except that my opinion in 
a general way is that it is something that has been 
enormously overestimated, the amount of it, and that the 
cutting it off made an almost imperceptible effect on the 
great volume of business that a railroad does. 


The next line of inquiry by Counsel Brandeis was as 
to whether or not the percentage of high-class freight 
carried by the Wabash had increased during the past 28 
years. Witness was of the opinion that it had increased. 
He also thought that there had been an increase on the 
Wabash during the past five years, the period of the wit- 
ness’ incumbency as traffic manager of that road. 

Mr. Brandeis: Your ton-mile revenue has gone down, 
although the amount of this high-class business, paying 
the highest rates, has gone up; and that would indicate, 
would it not, that you have been doing other business at 
a lower rate? 

Mr. Maxwell: We naturally do other business at 


some less rates than that. We do*the business as a 
whole. 


Mr. Brandeis: And that other business must have 
been done at a reducing rate, otherwise your revenue 
ton miles would not have been reduced in spite of the 
fact that the high revenue bearing business has been 
increasing. That is true, is it not? 

Mr. Maxwell, Well, there has been no reduction since 
I have had any experience with it, except what was 
forced on us by new laws and that sort of thing. 

Being asked whether in the figures of proposed 
rate increase, coal had been included by the Wabash, 
Mr. Maxwell stated that the only coal increases were 
those which were held up by the Illinois commission. 
Examiner -Brown, explaining further, said that there 
were certain interstate rates from Indiana points to 
Chicago and Peoria which are under suspension in con- 
nection with all the other rates, but that they were 
not part of this particular investigation. Mr. Maxwell 
said that in these local rates the proposed increase 
on coal amounted to 10 cents per ton, and that it would 
amount in the aggregate to about $129,000 per year. 

Asked if there had not been a diminution in the 
revenue of the road during the past year through the 
coal strikes, witness was of the negative opinion, it 
being his judgment that the decrease had been almost 
offset by the stocking up of coal in advance by the 
buyers. Mr. Brandeis thereupon read a statement from 
the Boston News Bureau, purporting to come from Pres 
ident Delano, of the Wabash, alleging that the surplus 
of the road for the year had been only $550,000, “whereas, 
had the mining suspension not occurred, it would have 
approximated closely one million dollars.” 


In spite of this statement, Mr. Maxwell stuck [0 
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eet his poimt, and expressed his belief that “the decrease 
of the in revenue on account of the coal traffic’—take the 
four months from March to June, inclusive—‘was not 
as in half that amount.” 
1 they The counsel’s next inquiries were directed toward 
determining the specific respects in which the traffic de- 
juiries partment’s efficiency had been increased under Mr. Max- 
in db well’s administration. 
he re- Mr. Maxwell: We have got a lot of fellows in there 
that are working almost night and day—the most effi- 
Dace I cient men, I think, or as good as there are, in any 
sion in railroad in the United States, and I think that they 
been will probably carry off the banner as economizers on 
at the our railroad. We have just had to do it. People don’t 
on the know what it is. They ought to be with a railroad like 
ours, and they would learn a little something about it. 
ai aaa That is the only way in the world we have to keep our 
freizht heads above water. 
vast 28 Mr. Brandeis: That is precisely the point I wish 
ceased. to bring out—that necessity that has led you and your 
on the associates to increase materially the efficiency. 
he wit- Mr. Maxwell: Well, I should be sorry for the bal- 
ance of the railroad fraternity if they had to wear their 
» down, lives out in a fruitless business like we are, and a lot 
paying of others with us on our railroad. There is nothing to 
idicate, it—absolutely nothing to it. You are just wearing your- 
ness at self out for nothing, with no results. ’ 
Mr. Brandeis: Now, Mr. Maxwell, I suppose your 
ness at trouble is, as you are evidently undertaking to picture 
Ss as a it to us, that the net revenue is not sufficiently large? 
Mr. Maxwell: Not enough to pay any man on the 
st have railroad, as a rule—a lot of them—a decent compensa- 
revenue tion. 
of the Mr. Brandeis: It is not sufficiently large, but it is 
as been a fact, is it not, that if the fixed charges were not as 
large as they are, there might be a margin which would 
on since enable a more generous payment to the railroad officials? 
lat was Mr. Maxwell: I do not know. That is something 


. I do not know anything about. 


proposed Witness stated that it had been impossible for him 
Wabash, to consider whether the fixed charges on the Wabash 
es were were relatively larger than on other roads, per mile. 
mission. Said he: “I have been too busy trying to get a dollar in 
it there the till just in order to turn it over and pay it out for 
oints to labor and something of that sort. Simply meeting our 
in con- obligations has kept me busy.” 
aaa Asked if he had conferred with the shippers and 
Maxwell manufacturers before raising rates, or proposing to do 
euerease 80, witness stated that he had consulted with the 
it would prominent manufacturers of St. Louis and believed that, 
ear. “in their hearts,” they were willing that the roads 
1 in the Should have an increase. He had not, however, con- 
ough the sulted with the eastern manufacturers. 
inion, 1 “My belief is this,’ said Mr. Maxwell, answering 
n almost questions of the counsel as to why he had not conferred 
by the with all persons concerned in the proposed advance of 
ent from rates, “that the railroads have gone ahead and stood 
om Pres- these increases in wages, say, two or three years ago, 
surplus and stood them constantly, coming up all the time; and 
whereas, they have economized in every way they could, and 
ld have put on larger engines and larger trains, until they have 





Teached the point where they can go no further. They 


cannot swallow this last thing without they have a little 
assistance.” 






stuck to 
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Though again asked for details as to the method 
by which the roads had been able to bring about greater 
efficiency, Mr. Maxwell stated that he could give nothing. 

In the afternoon of last Tuesday’s session of the rate 
hearings before Examiners Brown and Hillyer of the 
Interstate Commerce Commission, D. W. Cooke, general 
stand, and, in response to question by Counsel Taylor for 
the road, stated, in justifying the filing of the proposed 
rate increase: “I think it is a matter of common knowl 
edge that the Erie railroad needs increased revenue.” 


Being asked as to the territory of the Erie included 
in the advances, Mr. Cooke said: “The class tariffs 
were affected in the territory west of a distance about 
140 miles from New York. It was impracticable to raise 
the rates east of Hancock because they were already 
on a relatively higher basis than the rates beyond, and, 
furthermore, our competitors at Scranton, Carbondale 
and Middletown did not raise their rates.” 


Witness said that there had been also some com- 
modities advanced, but that they were mostly the com- 
modities moving in large volumes. There had been no 
general advance on commodities, because, as previously 
explained by Mr. Thayer of the Pennsylvania, the latter 
were already bearing a large enough rate. The in- 
creased rate on the class goods, Mr. Cooke thought, 
would be no commercial hardship, giving as his reasons 
the statement that merchants have acquired the habit 
of using the speed of the 60-hour freight trains as an 
asset in their business, and that the fast freight there- 
fore adds sufficient value to the goods to more than 
offset the increased freight which the railroads are 
asking. 

In proof of his contention, Mr. Cooke exhibited a 
newspaper item relating to a shipment of flags to St. 
Paul for the conservation congress, the rapidity of de- 
livery being strongly emphasized in the same. He also 
added: “Large department stores in Chicago advertise 
their sales of special lines of goods before they have 
the shipment in their stores, depending upon the regu- 
larity of this quick-dispatch service. Then as to another 
phase of the situation: It is not altogether a question 
of the through rate from New York to Chicago, the 
90-cent scale. That is only part of it. There is a very 
considerable part, the everyday business that moves 
from each jobbing center to its territorial district, that 
is affected. We have had no complaint from those peo- 
ple.” 


Mr. Cooke submitted several sample waybills of car 
shipments, exhibiting the great diversity of contents, the 
large number of consignees and the amount of work de- 
volving upon the railroad in connection with the de- 
livery of that class of shipments. The average mer- 
chandise car loading on the Erie was given by Mr. Cooke 
at 11,855 pounds in 1905, 11,173 in 1906, and 11,893 in 
1907, and statements were also submitted showing the 
amounts loaded at various transfer stations where loads 
are consolidated. 


Beginning the cross-examination, Mr. Brandeis for 
the shippers asked: “I understood you to say that it was 
common knowledge that the Erie needs increased rev- 
enue. That has been common knowledge since the days 
of Jay Gould, hasn’t it?” Witness replied that his mem- 
ory did not go that far back. 


Mr. Brandeis: When you say that the value of the 
service is full justification of the proposed advance, what 









element do you take into consideration in determining 
the value? 

Mr. Cooke: 
is dirt cheap. 

Mr. Brandeis: Who is getting? 

Mr. Cooke: The shipper and the public. 

Mr. Brandeis: 
dirt cheap? 

Mr, Cooke: Well, it just looks so to me. 


The question which Mr. Brandeis asked a former 
witness concerning the shipment of silks and oilcloth 
at the same rate, notwithstanding the great disparity in 
value, was again asked, and Mr. Cooke replied: ‘The 
classification, you understand, is the outgrowth of years 
of experience; that is, of comparisons, competition and 
adjustment. I can give you no further reason than that. 
It has been before committees of shippers. Unquestion- 
ably all these relative things had their opportunity to be 
heard and adjusted before classification, and there it is, 
and the reason no man knows beyond that thing.” Mr. 
Cooke also stated that classifications are always subject 
to change and are changed only after the shippers have 
had full opportunity to discuss the matters with the 
Official Classification committee. 


The fact that what he is getting now 


How do you determine whether it is 


Referring to the car shipment which witness had 
spoken of at the beginning of his examination as an 
instance of the large service rendered to the shipper on 
individual packages by the railroad, Counsel Atwood 
for the shippers brought out the fact that the car in 
question carried $15.97 worth of freight 50 to 75 miles, 
and that in so doing it earned from 4 to 6 cents per 
ton mile, whereas, according to Mr. Atwood, the average 
ton-mile revenue on the Pennsylvania lines was a little 
more than half a cent. Mr. Atwood wished to know 
what special elements entered into the consideration 
that would not only justify this large difference in rev- 
enue but also justify the proposed increase in freight 
rate. Witness being unable to answer specifically, Mr. 
Atwood asked if he thought the bonded indebtedness 
of $93,000 per mile. as against $57,000 on the Atchison, 
for example, would be likely to have anything to do 
with the matter, but Mr. Cooke replied that he was “not 
a financial or operating expert. I am just a traffic man- 
ager, and am trying to sell a particularly good brand of 
transportation for exceedingly low rates. That is all 
1 can do.” 

Continuing his cross-examination of Traffic Manager 
Maxwell of the Wabash, Wednesday, Mr. Brandeis asked 
what the Wabash proposed to do with the estimated 
additional revenue of about $812,000 from freight in- 
creases. Witness said that wages would get $675,000 
of it. He thought there would be plenty of places left 
for the balance: “Why, we are nothing but a whirligig,” 
said he. “The dollar comes in and it is gone by two 
o'clock in the afternoon.” 

“It is the same way with most of us,” replied Mr. 
Brandeis. 

Replying to Attorney Lyon of the Commission, Mr. 
Maxwell stated that the freight rate officials did not 
have before them, in making their calculations as to 
what freight rates should be raised, any estimates of 
the impending advances in wages. 

Mr. Lyon: Is it not a fact that, in the new tariffs, 
they have exempted steel products from the classifica- 
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tion and put in a commodity tariff, which maintains the 
old rate? 


Mr. Maxwell: 
on doing; yes, sir. 


The reason for this;-Mr. Maxwell thought, was that 
“if the Pittsburg lines want to hold the western trade 
(such as that. which is developing around Gary, Ind.), 
they cannot stand raising the rates much more.” 

Mr. Lyon asked the witness if he would expect that 
the rates would be adjusted by the Commission so that 
a road such as the Wabash, with relatively high fixed 
charges, would be able to pay all its fixed charges and 
earn a reasonable revenue besides. Witness replied in 
the affirmative, but remarked that he ought not to an- 
swer many questions about such matters, they being out- 
side of his sphere. 


That is what I believe they figured 


Mr. Lyon: Of course, the matter will go before the 
Commission of carriers with low fixed charges and car- 
riers with high fixed charges, and I presume one of the 
questions will be as to what basis they shall be fixed 
11pon, 


Referring to the plea of the witness that the costs 
were disproportionately high in handling less than car. 
load shipments, Mr. Lyon wished to know if he thought 
that there was any possibility of lessening these costs 
by consolidating the less than carload shipments into 
carloads: 


Mr. Maxwell: Your idea is, you are hitting back 
at the shippers’ case, these forwarding companies’ cases? 
Mr. Lyon: Yes. 


Mr. Maxwell: I think it would be an insane prop- 
osition for the I. C. C. or anybody else to allow a for- 
warder, say at Chicago, to send out to Milwaukee and 
say: “Send your goods down to me and I will get you 
a cheaper rate than you can get yourself.” 


Mr. Lyon: I have no doubt the Commission 
sane, because they have rendered such an opinion. 
Mr. Maxwell: No, I do not say that. 


is in- 


Mr. Lyon: I understood the railroads protested in 
that case against the consolidating of less than carload 
shipments, because the less than carload shipments were 
so profitable that they made money out of them, which 
they would not have been able to do if they had been 
consolidated in carloads. 


Mr. Maxwell: We protested against that practic: 


Mr. Lyon: Then it is a fact that your company 
prefers to handle less than carload business at 
present rates, than to handle it in carloads at the pres- 
ent carload rates? 

Mr. Lyon: No, I do not say that by a good dea! 


Replying to further questions, Mr. Maxwell stated 
that commodity rates had been raised in the west in- 
stead of class rates because state regulations and divi 
sions of traffic with the castern territory prevented rais 
ing on class. He was of the opinion, however, that 
rates should be raised both on class and on commodity. 
Mr. Lyon asked him if he would still feel that the in 
crease of rates was necessary if the state commissiols 
would cease to demand certain reductions, and witness 
replied that it “is possible that we might get enough 
on our state business to hold us up and meet these 
increased wages.” 

Traffic Director H. C. Barlow, of the Chicago Chem: 
ber of Commerce, at this point directed some questions 
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to the witness as to alleged losses of $2,500 on handling 
4,000 tons of coal between Mt. Olive and Cerro Gordo, 
and brought out the fact that the Wabash had made 
some contracts with the interior and reclamation depart- 
ments for transporting first, second and third class 
goods at 50 per cent of the existing tariffs for a period 
of five years. Mr. Maxwell claimed that such transpor- 
tation was expected to be at a loss because of the ulti- 
mate business to arise from encouraging the develop- 
ment of reclamation. 


Taking up the statement of Mr. Maxwell that the 
rates had not been advanced on iron and steel because 
those rates had already had several advances, Mr. Bar- 
low pointed out that advances had also recently been 
made, through changes of classification, in cotton piece 
goods, and asked why the same argument did not apply 
in this instance, 


Counsel Atwood asked Mr. Maxwell if it was not 
true that the terminal company at Pittsburg, operating 
about sixty miles out of, the total distance from Chicago 
to Pittsburg, had a contract with the Wabash for 25 
per cent of the gross revenues derived from the Chicago- 
Pittsburg traffic. Mr. Maxwell answered that such a 
contract existed, but that it was not being lived up to, 
and that no payments had been made in connection 
with it for some time past. His impression was that 
nothing had been paid within three years. 


The next witness was Mr. Arthur Patriarche, vice- 
president in charge of traffic on the Pere Marquette. 
Mr. Patriarche testified that he thought the proposed 
rate advances just and reasonable. , In reply to questions 
by Attorney James for the shippers, he said that he had 
based his judgment upon a “fair return upon the value 
of the property devoted to the public service,” and that 
he had figured out this fair return “from the require- 
ments of the property from a financial point of view and 
its operations.” He had not considered, however, the 
physical valuation of the property, the book cost of the 
property, the capitalization, the probability of the in- 
creasing density of traffic. Any possible increase in 
the operating revenue of the property was “considered 
from the results of the railroad.” 


Counsel James called attention to the annual reports 
of the road, which exhibit both increased operating rev- 
enue and increased gross revenue, but the relationship 
of these figures to the general rate question Mr. Pa- 
triarche thought was a matter for the financial depart- 
ment rather than for him to answer. 


Mr. Patriarche explained at some length that most of 
the business of the Pere Marquette is done in the state 
of Michigan, but that the rates within the state are 
fixed by the interstate rates, and that it is necessary for 
the Pere Marquette to join in urging the proposed ad- 
vance in order to get the resultant benefit to the local 
rates. The road is not profitable, he said, no dividends 
being paid, and it can only hope to become profitable by 
the gradual building up of the businéss along its lines 
within the state. 

The hearings closed on the 15th with the testimony 
of C. S. Wight, general traffic manager of the Baltimore 
& Ohio, 

Mr. Wight stated at the opening of his evidence that 
he was one of the two surviving members of the Clagsifi- 
cation Committee that made the classification in 1887, at 
the time the first Interstate Commerce Act was passed. 
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He gave some history of the development of the classifi- 
cations, noting particularly that originaliy the commodity 
rate acted as a local modification of the classification for 
the purpose of a particular movement.” 

Bringing his testimony down to the present time, 
Mr. Wight gave very much the same representation in 
regard to the nearby freight rates that was made by 
Mr. Thayer of the Pennsylvania, explaining that this 
class of freight was already disproportionately taxed and 
was not to be advanced in the new schedule. He also 
went at length into the percentage territories, the read- 
justment of the intermediate rates between Chicago and 
New York and other matters of similar character. 


Mr. Wight: It was in our opinion necessary that all 
classes should be advanced so as to prevent claims for 
discrimination, and also to get as much revenue as we 
could without it being claimed that we were getting it 
out of any particular class of shipment. We advanced 
some commodity rates. Each commodity rate was fully 
considered and discussed, and, where possible, we made 
slight advances in the commodity rates. Where we 
found that commercial conditions, competitive commer- 
cial conditions and competitive railroad conditions pre- 
vented, we did not advance the rates. 


Led by questions of his counsel, Mr. Bond, the wit- 
described the many processes of consideration 

through which the rate increase had had to pass before 

being finally acted upon, and Counsel Bond asked: 


“Then is it a fact that the way to get at the views 
and needs of particular shippers is through the traffic 
man on whose line shippers are located? 

Mr. Wight: Yes, sir. 

Mr. Bond: That is recognized in railroad business? 

Mr. Wight: He is supposed to look after his men, 
his manufacturers; yes, sir. 

Witness stated that the advances proposed repre- 
sented, “not what the railroad ought to get. They ought 
to get more, but we did not think it policy, or exactly 
desirable, at the present time, to make a larger increase. 
We wished to avoid by an advance in rates the disturb- 
ance in the commercial conditions of our territory.” 


ness 


In opening cross-examination, Mr. James, of the ship- 
pers’ counsel, discussed with Mr. Wight at some length 
the value of the ton-mile as a guide to traffic conditions, 
witness holding that the value could not be estimated 
without taking into consideration the specific conditions 
surrounding the road in question. The density of traf- 
fic, also, the witness said, was not of much value in 
determining the justmess and reasonableness of a rate. 


Mr. Wight: Not the density; no, sir. The charac- 
ter of the density and the direction of the density. 


Mr. Wight refused to express an opinion as to what 
would be a “fair return upon the value of a property 
devoted to the public service.” 

At this point Mr. James read a letter to which he 
had referred earlier in his cross-examination when ask- 
ing Mr. Wight at what period the proposed rate increase 
had first come into systematic consideration. Mr. Wight 
testified that it was in 1908. The letter, however, was 
from Oscar G. Murray, president of the B. & O., and 
was addressed to numerous shippers’ organizations of 
Cincinnati and other middle west cities. Next to the 
last paragraph of the letter said: 


“There is no question of a general advance in freight 
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rates or in classification now under consideration by the 
B. & O. company.” 

Mr. Brandeis followed Mr. James in the cross-exami- 
nation and directed his inquiries to trying to determine 
whether or not there was any average percentage of 
terminal charges to the whole freight charge. Witness 
replied that several years ago there had been an at- 
tempt to agree upon it as 3 cents at each terminal, or 
6 cents in all, but the attempt had failed. As to what 
the percentage is at the present time, the witness did 
not like to say. It had increased, however, if the same 
amount and volume of traffic is considered. 


Mr. Brandeis’ next inquiry was as to whether the 
amount of time in which carload shipments lie in cars 
before being removed did not more than offset the extra 
expense involved in handling the less than carload ship- 
ments. Witness was of the opinion that “it probably 
averages up.” 

Considerable discussion followed between witness 
and counsel as to the inspection service of the roads, 
conducted by them jointly to watch the matter of weigh- 
ing and of classification. Witness said the service was 
due to misclassification, the amount of which was not 
large, but large enough to require the maintenance of 
the inspectors. In his opinion, also, most of the mis- 
classification was in the 1. c. 1. shipments, thus adding to 
the general expensiveness of that class of freight. 

Pending further examination of Mr. Wight, the hear- 
ings adjourned for the noon recess, following a formal 
announcement by Counsel Butterfield of the New York 
Central that Mr. Wight’s testimony would close so much 
of the railroads’ case as they cared to present prior to 
the appearance at the hearings of the presidents of the 
roads, who would be qualified to give evidence on the 
relationship between the general financial condition of 
the roads and the proposed freight rate advances. 

At the opening of the afternoon session, Mr. Thorne, 
of the Iowa shippers, filed an extended and formal pro- 
test against certain phases of the proceedings up to 
date. He moved for the striking out of all statistics, 
etc., contained in the annual reports of the railroads 
and not introduced as formal admissions of the witness, 
subject to examination. He also moved that, if such sta- 
tistics are admitted, the Commission summon for cross- 
examination all persons having -original information and 
knowledge on the matters. And, finally, he presented 
the following as Part II of his protest: 


“Whereas, the reports of the defendant carriers, on 
their face, disclose large increases in operating expenses 
during the past few months; and whereas, said railroad 
companies are and have been permitted to make said 
reports a part of the documentary evidence of record in 
this case, without the slightest opportunity for cross- 
examination of witnesses responsible for such statements, 
the same being flatly refused to the undersigned by the 
defendant carriers; and whereas, such matters can easily 
be manipulated by the general policy of the roads as to 
improvements, replacements and betterments, and by 
different methods of bookkeeping, which can only be dis- 
closed by a careful and exhaustive investigation of the 
private records of said companies, for which the Com- 
mission only has full power and jurisdiction, coupled 
with proper facilities; and whereas, their operating ex- 
penses are of the most vital importance in the consid- 
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eration of the question whether these companies are en- 
titled to increased revenues; I threfore petition the In- 
terstate Commerce Commission to make an original in- 
vestigation through its proper agents of the records, offi- 
cers and employes of the defendant carriers, particularly 
as to the alleged operating expenses during the months 
of the current year as compared to former years.” 

The motion of Mr. Thorne was received without ar- 
gument and referred to the Commission. 

Mr. Brandeis thereupon resumed his examination of 
Mr. Wight and asked if the changing of the rail-lake 
rates had not disturbed the equilibrium of rates between 
east and west. Mr. Wight answered that the roads 
thought it “better to advance the long haul than to re- 
duce the short haul and lose the revenue on the latter. 
We have got to equalize between the two. Now, that is 
all there is about that.” 

Mr. Brandeis: 

Mr. Wight: 
equalize down. 

Mr. Brandeis: Yes, that is what all the trusts did. 
They always adjusted prices by raising them. 

Mr. Wight: They are not adjusted right to-day. 

Mr. Brandeis: But that is the way we have been 
having it all through. The adjustment of prices and 
rates has always been by bringing up the one that was 
lower to the one higher; and that is what we object to. 


You call it equalizing? 


Yes, we want to equalize up, not to 


The shippers’ counsel next renewed his question as 
to the percentage of the terminal charge and asked how 
there could be an equalization between the shorter and 
longer hauls of traffic such as the roads were trying to 
bring about by raising the through rates und leaving the 
shorter distance rates unchanged. 

Mr. Wight: I will tell you how it happened. In 
years past the railroads have endeavored to help the 
manufacturer in the east and the manufacturer in the 
west by putting them in competition with each other, 
because it gave us a haul in both directions. That is 
what we used to do. Now, under the new ideas that we 
have to be governed by, we cannot exceed the long haul 
on the short haul; and also we have got to practically 
graduate our rates. Now, then, these people who have 
been built up by these long-haul rates we cannot protect 
to the same extent that we did in the past. We have 
got to adjust our long haul to make what we 
sider a proper rate on our short haul. That is what we 
are up against to-day.” 


con- 


On behalf of the Commission, Attorney Lyon asked 
the witness some questions bearing upon his personal 
knowledge of the need of the road for more revenue. 
Witness stated that his knowledge of that matter came 
from other departments of the road. He was of the 
impression that the reports of the road showed that in 
1908 it was “short about a million and a half of enough 
money during the year 1908 to pay the dividends that 
they did pay.” But he did not know “upon what,’ as 
Mr. Lyon put it, “the B. & O. should pay dividends.” He 
did not have any formal reports put before him, prior to 
the present proposed increase, exhibiting the financial 
needs of the road and affording a basis for calculating 
the necessary rate increases, 
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The following table shows in graphic detail just what 
relation the railroads claim proposed advances in eastern 


Estimated Gross 
Revenue from 
All Freight 











Traffic for the 

Calendar Year 

Gross Revenue 1909, Provided 

from All the Proposed 

Freight Traf- Increased Rates 

fic for Cal- Had Been in 

endar Year Effect Through- 

1909, out That Year. 
Baltimore & Ohio...........0. $ 62,753,184 $ 65,061,291 
Pennsylvania R. R. .......... 133,223,633 136,288,213 
Pennsylvania Co. .......cee0- 36,748,229 38,258,196 
P.., Cx Se ik Divisible wedcandbe 24,706,599 26,215,043 
VeOA EE . cae py 4ant} shen dabes mas 5,959,001 6,344,528 
eR ino eae 2,980,118 3,208,305 
N. Y. Central—Bast.......... 53,887,283 57,351,371 
Rutlees .cciaetes ope 00 0cncv0d% 1,721,305 1,762,956 
L. S. & M. S. System......... 30,467,557 32,422,296 
Michigan Central .........e0. 18,267,530 20,064,945 
le FOr oti eds ck. ced os 17,975,352 19,219,550 
Lake Erie & Western........ 3,972,409 4,256,016 
Pittsburg & Lake Erie........ 13,087,637 13,171,637 
Toledo & Ohio Central....... 3,082,251 3,154,010 
C. I. & 8S. and I. H. Belt...... 4,650,990 4,848,280 
E 36,824,917 38,614,584 
J 29,015,444 29,765,786 
laware, Lack. & Western... 28,325,626 29,341,878 
~hiladelphia & Reading....... 32,947,140 33,147,052 
N. Y., Ont. & Western........ 6,657,032 6,742,010 
Western Maryland ........... 5,156,150 5,169,554 
Delaware & Hudson Co....... 15,938,522 16,111,124 
Lehigh & New England...... 795,857 796,593 
Lehigh & Hudson............. 1,324,200 1,325,390 
Chesapeake & Ohio........... 22,797,873 23,176,024 
Norfolk & Western............ 27,017,260 27,281,998 
Boston & Maine............+4. 24,000,000 24,500,000 
N. Y., N. H. & Hartford...... 31,465,284 32,137,472 
Central New England......... 2,338,503 2,355,517 
eres Yoo eA eS 8,274,163 8,973,189 
Cin., Hamilton & Dayton..... 6,084,312 6,335,411 
Wheeling & Lake Erie........ 1,544,825 1,728,173 
Toledo, St. L. & Western..... 3,041,173 3,250,885 
Hocking Valley ......c.-sseee- 5,230,425 5,412,541 
Pere BMAPQUSITE 6. he cede cic cee 10,491,270 11,028,166 
Ban ASDOR ras 06.40 emi Hidctnccas 1,334,705 1,414,516 
Bessemer & Lake Erie........ 6,717,812 6,770,211 
Wabash Pittsburg Terminal.. 878,911 898,836 
Wanesiy a: TR sins wd bis coves 720,643,284 21,455,663 
DS iaceks nino 0:4 te art epi $742,327,800 $769,359,250 
I 5. GEE ‘6 co pce cacseeenesevereeaseene ~—  .: > habeas 
Be Gee. .c ccccneceees ens eats. - +» #epesannes 
Maine oe . 5 Diahis dt tks ee bar ae ke 5,259,679 5,279,679 





Buffalo, Roch. & Pittsburg... 6,842,020 6,962,020 


*Excess. 


Includes lines west of Mississippi river. 
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Authorizes Stock Increase 





Albany, N. Y., September 24.—The public service 
commission has authorized the Babylon Railroad company 
to increase its capital stock from the present authorized 
and issued amount of $25,000 to $75,000. The capital 
stock is to be disposed of only at par, and the proceeds 
used for the construction of a ferry line connecting with 
the road at Babylon, and the payment of services and 
expenses in connection with the extension of its road 
and the construction thereof. 


The company is also authorized to execute and de- 
liver a first-mortgage upon all its property, rights and 
franchises for the sum of $300,000, to secure the pay- 
ment of its coupon bonds, payable in 60 years from date, 
With interest payable semi-annually at the rate of 5 per 
cent per annum. It is authorized at present to issue 
coupon bonds to an aggregate amount of $237,000, to be 
Sold at not less than 85, and the proceeds used in the 
Payment of indebtedness incurred in constructing its 
railroad, the purchase of rolling stock, the building of 
car barns, repair shops and power house, signal and 
telephone system and sundry other expenses in connec- 
tion with the construction of the line. The authorization 
is given on the condition that a mortgage executed to 
the Metropolitan Trust company in 1888 to secure the 
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rates will be to the wage increases which they have 
been forced to meet: 


Estimated Inc. Revenue. 





Deficit of Esti- 

mated Increased 

Estimated in- Freight Rev- 

crease in enue Versus In- 

Amount. Per Cent, Wages. creased Wages. 
$ 2,308,107 3.7 $ 2,079,233 *$ 237,874 
3,064,579 2.3 7,052,573 3,987,994 
1,509,967 4.1 1,494,187 *15,780 
1,508,444 6.1 1,165,034 *343,410 
385,526 6.5 368,368 *17,158 
228,187 7.7 160,448 *67,738 
3,464,087 6.4 3,590,647 126,559 
41,651 2.4 105,226 63,574 
1,954,738 6.4 1,480,747 *473,991 
1,797,415 9.8 968,922 *828,492 
1,244,198 6.9 910,549 *333,649 
283,306 y Fe 153,045 *130,500 
84,000 0.6 371,906 287,905 
71,758 2.3 93,120 21,361 
197,290 4.0 157,723 *39,566 
1,789,667 4.8 1,472,530 *317,137 
750,341 2.6 820,502 70,160 
1,016,252 0.35 951,647 *64,604 
199,912 0.67 2,000,000 1,800,088 
84,978 1.3 204,348 119,370 
13,404 0.03 186,587 173,183 
172,601 1.1 397,686 225,084 
736 0.09 17,275 16,539 
1,190 0.09 516,065 514,875 
9@2718,151 av 578,537 200,386 
264,738 0.10 745,316 480,577 
500,000 2.4 2,700,000 2,200,000 
672,187 2.1 1,722,566 1,050,379 
17,013 0.72 111,686 94,673 
699,025 8.4 288,175 *410,850 
251,099 4.1 204,950 *46,149 
183,347 1.2 153,486 *29,861 
209,712 6.9 62,179 *147,532 
182,116 3,5 146,655 *35,461 
536,896 5.1 463,851 *73,045 
79,811 6.0 56,940 *22,871 
52,398 0.8 112,931 60,532 
19,925 2.2 31,097 11,172 
812,379 3.9 668,769 *143,609 
27,031,450 3.6 $34,756,522 $11,504,425 


2 77q 949 
see ewww ee “ee eee wee nee 3,779,343 


20,000 
120,000 


$ 7,725,072 
320,409 
120,000 


340,409 
240,000 


_ — EEE Se ==—————= —=—————— 


payment of bonds in the aggregate amount of $600,000, 
under which mortgage bonds to the amount of $450,000 
have been issued, shall be satisfied and discharged con- 
temporaneously with the recording of the mortgage now 
authorized, and that all bonds now outstanding and the 
coupons appertaining thereto shall be canceled and dis- 
charged and surrendered to the Babylon Railroad com- 
pany. 


COFFEE SHIPPERS ORGANIZE. 


St. Louis, Mo., September 23.—The Traffic Associa- 
tion of St. Louis Coffee Importers has been organized 
here to obtain an adjustment of freight rates to and 
from St. Louis. The present rates are declared to favor 
Chicago and New York as distributing points. J. BE. Wil- 
liams has been elected traffic manager. 


WOULD INCREASE SWITCHING RATES. 
Lincoln, Neb., September 23.—The Union Pacific rail- 
road has applied to the state railway commission for per- 
mission to increase switching rates between Omaha and 
South Omaha to 1 cent per cwt. with a minimum weight of 
50,000 pounds. This means an increase over the present 


rates of $1 a carload, or from $4 to $5 a car. The request 


applies to the lettered classes and all commodities except 
fresh meat and packing house commodities. 
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LEADING COMMERCIAL AND 
TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-o te with the Inter- 
state Commerce Commission, state rail- 
road commissions and portation 
companies in promoting and securin 
better understanding by the public an 
the state and national governments ae 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of —_——— 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other officials in charge 
of traffic of industrial or commercial 
organizations and traffic officers of rep- 
A ey Mi etary: concerns in the 


United 8 
Officers 
J. C. Lincoln, President 
Comm ’r Merchants’ eshange Traffic 
Bureau, St. Louis, a 


he M. Hopkins, Vice-President 
Ent ae Dept. Board of Trade, 
cago, Ill. 


Cooke, Secretary-Treasurer 
We 9 Automatic Electric Co., Chi- 
cago, Il. 


ILLINOIS. 


Lake hg Manufacturers’ Association, 
E. Sedgwick, Pres., Waukegan. 

National Association of. Agricultural Im- 

lements and Vehicle Manufacturers, 
. Evans, Sec.. Chicago. 

Sterling 
Manufacturers’ and Shippers’ 
Association, 

In charge of traffic of industries at 
Sterling and Rock Falls, Ill. 


TW. Wo EAIWTONGS. 6c dscccosaysss President 
Te DN? 5 con ecenen om Vice-President 
» ye oe |. rea Secretary-Treasurer 
» oe Ge RT Traffic Manager 
MINNESOTA. 


Northern Pine Manufacturers’ Associa- 
tion, J. E. Rhodes, Sec., Minneapolis. 


MISSOURI. 

Business Men’s League, P. W. Coyle, 
Comm ’r, 614 Bank of Commerce Bidg., 
St. Louis. 

Commercial Club, H. G. Krake, Comm’r, 
8t. Joseph. 


Kansas City Poanapereeen Bureau of the 
Commercial Club Ison, 
Comm’r, 105-6-7 wened of Trade Bidg., 
Kansas City. 


: NEW YORK. 
Albany Chamber of Commerce, Wm. B. 
Jones, Sec., 95 State St., Albany. 
National Wholesale Grocers’ Association, 
A. H. Beckman, » 6 Harrison 8t., 
New York. 


OHIO. 
Cleveland Chamber of Commerce, Munson 
Havens, Sec., Cleveland. 


WISCONSIN. 
Merchants’ and Manufacturers’ Associla- 
an Wm. G. Bruce, Sec., 46 University 
Bldg., Milwaukee. 


TRAFFIC CLUBS 


The Traffic Club of New York, Chas. F. 
Moore, Pres.; C, A. Swope, Sec. 

The Traffic Club of Chicago, John T. 
Stockton, Pres. Guy S. McCabe, Sec. 

The Traffic Club of Philadelphia, Edw. 
Knight, Pres. H. C. mbower, Sec. 

The Traffic Club of St. Louis, Geo, 
Tausey, Pres. A. F. Vessen, sec. 

The Traffic Club of Pittsburg, O. M. Ells- 
worth, Pres. T. J. Walters, Sec. 

The Transportation Club of indianapolis, 

J. Blaker, Pres. L. Stone, Sec. 

The Transportation Club of Louisville, 
Alfred Brandeis, Pres. W. E. Cham- 
bers, Sec. 

The Transportation Club of Toledo, E. N. 
Kendall, Pres. L. G. ers Sec. 
The Traffic Club of St. Paul, J. R. Jones, 

Pres. A. L. Bowker, Sec. 
The Traffic Club of Newark, Chas. Mil- 
bauer, Pres. E. G. Weil, Sec. 
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COMPLAINTS BEFORE COMMISSION 


Digest of Petitions Lodged with Interstate Commerce Board During 
Past Week 


Baker Mer. Co. of Evansville, Wis., 
vs. C. & N. W. and C. St. P. M. & O. 
(3532). 

Complainant alleges that the rate 
of $2 per gross ton charged by de- 
fendants for the transportation of 
iron bridge material from Duluth, 
Minn., to Evansville, Wis., is excess- 
ive, unreasonable and unjust, and 
prays that after due hearing and in- 
vestigation defendant be made to 
answer such charges, to cease and 
desist from said violation, and to 
put in force more reasonable and 
just rates. 

Reparation asked in the sum of 
$46.30. 

Carlisle-Pennell Lumber Co., The, of 
Onalaska, Tex., vs. Beaumont & Gt. 
Nor., Internat. & Gt. Nor., Tex. & 
Pac., St. Le I. M. & S. and Mo. Pac. 
(3534). 

Complainant alleges that the rate 
charged by defendants on several 
shipments of lumber from Onalaska, 
Tex., to Lincoln, Omaha and South 
Omaha, Neb., are excessive, unrea- 
sonable and unjust, and prays that 
after due hearing and investigation 
defendants be made to answer such 
charges, to cease and desist from 
said violation and to put in force 
more reasonable and just rates. 

Reparation asked in the sum of 
$548.29. 

Clinton Bridge & Iron Works of Clin- 
ton, Ia., vs. C. B. & Q. (3537). 

Complainant alleges that on May 
29, 1909, it shipped from Clinton, 
Ia., to St. Marys, Ia., one shipment 
of iron bridge material, weight 5,000 
lbs., rate 56 15-100c, charges collected 
$25.00. Complainant claims that the 
rate charged by defendants is ex- 
cessive, unreasonable and unjust 
and prays that after due hearing 
and investigation defendants be 
made to answer such charges, to 
cease and desist from said viola- 
tion, and asks reparation in the sum 
of $13.86, with interest. 

G. M. Stephens, attorney for com- 
plainant, 1210 Security, Bldg., Chi- 
cago, Ill. 

Colorado Coal Traffic Association of 
Denver, Colo., vs. T. A. & S. F., 
Gulf, Colo. & Santa Fe, Okla. Cent. 
and other railroads (3531). 

Complainant alleges that the rates 
charged by defendants from points 
in Walsenburg district to points in 
Kansas, Nebraska, Missouri, Okla- 
homa and Texas are excessive, un- 
reasonable and unjust, and prays 
that after due hearing and investi- 
gation defendants be made to an- 
swer such charges, to cease and de- 
sist from said violations and to put 
in force more reasonable and just 
rates. 

C. W. Durbin, special representa- 
tive. 

Commercial Exchange of Philadelphia 
vs. P. R. R., P. & R. and B. & O. 


(3530). 

Complainant alleges that not- 
withstanding the fact that Rule 3 of 
the uniform demurrage rules pro- 
vides for the exclusion of legal hol- 
idays, and the said defendants, 
through a sub-agency, The Philadel- 
phia Car Demurrage bureau, unjustly 
refuses to allow the complainant the 
benefit of said holidays. Complain- 
ant prays that after due hearing and 
investigation defendants be made to 
answer such charges and to cease 
and desist from said violation and 
for such other orders as the Com- 
mission may deem necessary in the 
premises. 

Continental] Bridge Co. of Peotone, 
Ill., vs. Il, Cent. and C. & N. W. 
(3529). 

Complainant alleges that on vari- 
ous dates it shipped three ship- 
ments of iron bridge material from 
Peotone, Ill., to points in Wisconsin, 
and contends that the rate charged 
by defendants is excessive, unrea- 
sonable and unjust, and prays that 
after due hearing and investigation 
defendants be made to answer such 
charges, to cease and desist from 
said violation, and asks reparation 
in the sum of $20.68, with interest. 

G. M. Stephens, attorney for com- 
plainant, 1210 Security Bldg., Chi- 
cago, Ill. 

Ingham Lumber Co. of Kansas City, 
Mo., vs. K. C. Sou., C. B. & Q., C. RB. 
I. & P., C. Gt. W., C. M. & St. P. 
and Wabash (3533) 

Complainant alleges that the rates 
charged by defendants for the trans: 
portation of yellow pin lumber from 
points in Arkansas and Oklahom a to 
Des Moines, Ia., during the period 
of August 25, 1908, and August 1, 
1910, were excessive, unreasonable 
and unjust, and prays that after 
due hearing and investigation de 
fendants be made to answer such 
charges, and asks reparation in the 
sum of $263.48, with interest. 

John S. Kirkpatrick, attorney for 
complainant, 1114-5 R. A. Lons 
Bldg., Kansas City, Mo. 

National Refining Co. of Cleveland, 0., 
vs. C. C. C. & St. L. and St. Louis 
Ry. (3528). 

Complainant alleges that the rates 
charged by defendants of 13%c for 
the transportation of crude petro 
deum oil from Flat Rock, Ill., 
Findlay, O., is excessive, unreason- 
able and unjust, and prays that af 
ter due hearing and investigation 
defendants be made to answer such 
charges and to put in force more 
reasonable and just rates. 

W. E. MacEuen, Trf. Mer.; ©. D. 
Chamberlain, attorney, 1017-19 Rose 
Bidg., Cleveland, O. | 

Ralston Purina Co, of St. Louis, \0., 
vs. M. & O., L. & N., Ill. Cent. and 
various other railroads (3526). 





September 


Compl: 
rious da 
ments of 
to varior 
the rate 
were ex 
unjust, : 
I earing 
ants be 
charges, 
said viol 
rate not 
and asks 
$112.00. 

Tennesee | 
Inc., of $ 
& West. 

Compl. 
the date 
ruary 22 
carloads 
Tug Riv 
A bingtor 

Compl 
charged 


St. Pa 
commodity 
constitutio 
ing by Sp 
Wednesda: 

This | 
is held te 
of the ste 
railroad e 
in establi 
state rate 

The ¢ 
or more 
Pacific, G1 
railways a 
general of 
commissio 
ment of ri 

The |] 
merchandi 
dered by 
commodity 
load freig 
and coal, 
ing the ps 

Mr. QO 
decree in 
finds eac] 
commerce 
that the ; 
Violation « 

The 1 
Plainants’ 
State law 
discrimina 
lation of 
ommends 


s 


Bullet 
Shows a | 
a shortag 
Weeks, 

Mr *y 











iring 


not- 
le 3 of 
S$ pro- 
al hol- 
ndants, 
hiladel- 
njustly 
ant the 
mplain- 
ng and 
nade to 
» cease 
on and 
e Com- 
in the 


eotone, 
N. W. 


mn vari- 
e ship- 
al from 
sconsin, 
charged 
. unrea- 
Lys that 
tigation 
rer such 
st from 
paration 
interest. 
for com- 
lg., Chi- 


as City, 


Q., C. R. 


, St. P 


the rates 
he trans- 
ber from 
uhoma to 
e period 
ugust 1, 
sonable 
lat after 
ution de- 
ver such 
ym in the 
st. 

yrney [or 
A. Long 


eland, O., 
St. Louis 


the rates 
13%c for 
de petro- 
c, Lll., to 
unreason- 
s that al- 
estigation 
swer such 
rce more 


r.: C. D. 
7-19 Rose 




















September 24, 1910 





Complainant alleges that on va- 
rious dates it shipped several ship- 
ments of seed from St. Louis, Mo., 
to various points, and claims that 
the rates charged by defendants 
were excessive, unreasonable and 
unjust, and prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violation and to put in force a 
rate not to exceed 37c per 100 Ibs., 
and asks reparation in the sum of 
$112.00. 

Tennesee Lumber Manufacturing Co., 
Inc., of Sutherland, Tenn., vs. Norf. 
& West. (3527). 

Complainant alleges that between 
the dates of May 5, 1907, and Feb- 
ruary 22, 1908, it shipped twenty-six 


unreasonable and unjust, and prays 
that after due hearing and investi- 
gation defendant be made to answer 
such charges and to cease and de- 
sist from said violation, and asks 
reparation in the sum of $206.11, 
and to put in force more reasonable 
and just rates. 


The Board of Railroad Commissioners 


of the state of Kansas and F. M. 
Kaull & Sons vs. Mo. Pac., St. L. I. 
M. & S., Tex. and Pac. (3535). 

Complainant alleges that the rates 
charged by defendants on flour since 
January, 1910, up to and including 
the present time from points in Kan- 
sas to New Orleans, La., for export, 
are excessive, unresonable and un- 
just. 


earloads of coal from Pocahontas, 
Tug River and Thacker districts to 
Abington, Va. 

Complainant claims that the rates 
charged by defendant are excessive, 


hearing and 
ants 


answer 


Complainant prays that after due 
investigation defend- 
be made to 
charges and to cease and desist 
from said violation, and from charg- 


such 
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ing said unreasonable and unjust 
rate, and to put in force more rea- 
sonable and just rates. 
John S. Dawson, 
complainant. 


attorney for 


Webster Grocer Co. of Dunnelle, IIl., 


vs. C. & N. W. and C. & E. I. 
(3536). 

Complainant alleges that on cer- 
tain dates it received at Dunnelle, 
Ill, from Plymouth, Wis., an L. C. L. 
shipment of cheese and was charged 
a rate of 521%4c per 100 lbs. for the 
transportation of same. Complain- 
ant claims that the rate charged by 
defendants is excessive, unreasona- 
ble and unjust, and prays that after 
due hearing and investigation de- 
fendants be made to answer such 
charges and to cease and desist from 
said violation, and asks reparation 
in the sum of $18.99, with interest. 

G. M. Stephens, attorney for com- 
plainant, 1210 Security Bldz., Chi- 
cago, Ill. 





Hits State Rate Power 


Paul, Minn., September 23.—That the Minnesota 
commodity freight and two-cent pdssenger rates are un- 
constitutional and confiscatory is the substance of a find- 
ing by Special Master in Chancery Charles E. Otis, filed 
Wednesday in the United States Circuit court. 

This finding, unless overruled by the higher courts, 
is held to practically wipe out the rate-making power 
of the state of Minnesota, through the warehouse and 
railroad commission, and has a somewhat general effect 
in establishing the federal rate supervision as against 
state rate supervision. 

The opinion was the result of suits brought a year 
or more ago by certain stockholders of the Northern 
Pacific, Great Northern and the Minneapolis & St. Louis 


St. 














relations between railroads, makes the following com- 


ment upon the report: 


“There were decreases 


in the surplus in all terri- 


tories, excepting group 2 (eastern), where an increase 


in 
group 5 


coal and gondola cars offset the decrease 


in box, 


(southern), which also reports an increase in 


coal and gondola, and group 8 (middle western), where 
both box and coal increased. 

“In groups 3 (central) and 6 (northwestern) there 
are material decreases in the coal car surplus, probably 
due in part to the resumption of mining in the Illinois 


field. 


“The decrease 


in shortage 


is chiefly in group 4 


(North Atlantic), where the box and coal car shortage 
that developed within the past four weeks has been con- 


siderably reduced.” 
railways against their respective companies, the attorney- The summary from which these comments were 
general of Minnesota, the state warehouse and railroad gq;awn is as follows: 
commission and certain shippers to enjoin the enforce- SURPLUSES. 
ment of rates prescribed by state authority. anne. 
The litigation was aimed at class rates, covering No. - - ania .. saenes inne 
merchandise included in the western classification, or- Pm sy 1910... "146° 17,736 2 854 13.047" 31.203 54,890 
lere > 2 issi ‘ : Aug. 31, 1910.... 155 20,315 3,488 14,108 22,111 60,022 
tered by the state commission in September, 1906; Th $6, 1910.... 152 SuSeT S483 37919” Sete isenes 
commodity rates, covering several new classes of car- June 22, 1910.... 158 59,611 3,237 28,762 34,034 125,644 
: fs mie May 25, 1910.... 154 48,326 3,284 29,888 33,892 115,390 
load freights, wheat, coarse gYraln, live stock, lumber April 27, 1910.... 153 29,366 4,753 44,391 23,575 102,085 
and coal rescri legisla > j 1907 be March 30, 1910.... 150 15,834 6,116 ,400 16,322 45,672 
: onl, prescribed by the lee care in 1907, and fix Feb. 16, 1910.... 148 14,990 6,447 8,660 15,416 45,513 
ing the passenger fare of 2 cents a mile. Jan. 19, 1910.... 151 22,842 8417 7,819 12,758 51,836 
iy Se ha meer 22, 1909.... 17 24,2 »D9E y21i 262 8, 
Mr. Otis, in his finding, recommends a decision and ad 24. aoa? *? the i7ess ‘09 5,028 igri 59,528 
decree ij vor complainants on al ints and Oct. 27, 1909.... 174 13,029 3,090 »287 9,490 30,896 
Saree: Fan SURE. 6 a> Smee ag rece maetigaee Sept. 29, 1909.... 174 22330 31821 115239 15,998 53.388 
finds each measure complained of in violation of the Aug. 18, 1909.... 169 182,505 5,953 42,158 28,808 159,424 
—— : : : July 21, 1909.... 165 116,221 9,971 78,675 38,487 243,354 
commerce clause of the federal constitution and also June 23, 1909... 166 121.441 12099 89292 40,112 262944 
that the rates are so low as to be confiscatory and in May 26, 1909.... 158 118,077 14,940 97,006 43,687 273,710 
See April 28, 1909.... 161 107,665 16,487 110,538 47,638 282,328 
violation of the fourteenth amendment. aaah Aciaie 
The master holds that the contention of the com- . ; Coal, 
ing , Sat ; Gondola 
Plainants’ solicitors, that carriers could not obey the We. of oar” Otter 
State law and apply state rates without being guilty of Date. Roads. Box Flat. Hopper. Kinds. Total. 
Manvimateantt ‘ a Sept. 14, 1910.... 145 3,368 1,093 2,474 879 7,814 
Scrimination against commerce between states in vio- Aug. 31, 1910.... 155 4,594 914 2,964 821 9,293 
lati i i a a fe ee 303 710 16 264 1,293 
on of the federal law, is fully sustained, and he rec June 22, 1910.... 158 523 862 934 410 3'729 
ommends that the injunction be granted on that ground. May 25, 1910.... 154 1,416 1,236 1,837 240 4,729 
April 27, 1910.... 153 1,778 1,587 1,544 857 5,766 
ee ae i March 30, 1910.... = ere 1,604 oe 2,728 19,786 
Feb. 16, 1910.... 14 15,44 1,24: 4 3,642 31,204 
Surplus Still Decreasing Jan. 9; 1910... ion foerg "590 Tage Sten bea 
bas ; F PB Dec. 22, 1909.... 177 10,947 ,02 562 3,524 24,054 
Bulletin No. 79 of the American Railway Association Nov. 24 1909.... 163 12,230 891 9,542 4,833 27,496 
show r - Oct 27, 1909.... 174 23,138 1,412 8,743 3,343 36,636 
hows a surplus of 54,890 cars, a decrease of 5,132, and Soi. 39° 1909.... 174 S184 655 4,392 1.351 14.582 
a shortage of 7,814, a decredse of 1,479, for the past two Aug. 18, 1909.... 169 556 277 =—s «1,076 100 2,009 
week July 21, 1909.... 165 106 169 31 33 339 
eKS. June 23, 1909... 166 211 190 P 193 233 827 
V ; May 26, 1909.... 3 ,011 47 1,240 
fr. Arthur Hale, chairman of the committee on April 28, 1909.... 161 144 106 74 173 497 



















LEGAL DEPARTMENT 


In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 

Address Legal Department, The Traffic 


Service Bureau, 
Washington, D. € 





Georgia.—“Does the acceptance of a bill of lading by a 
shipper constitute a contract by which he will be bound, 
even if the same does not bear his signature? 

“2. Is a bill of lading, signed by a shipper, a contract 
by which he will be bound, even if the agent of the carrier 
does not call his attention to any and all clauses of the 
same? 

“3. Are shipping tickets which are printed by shippers, 
some of which have the shipper’s name on the top thereof, 
and not at the bottom, but which bear notation, ‘Subject 
to conditions of uniform bill of lading,’ binding upon the 
shipper and a protection to the carrier?” 

1. While a bill of lading or a receipt must be signed 
by the carrier or his authorized agent to bind him, yet 
mere acceptance thereof by the shipper makes him a party 
to it and bound by its terms. However, the courts of your 
state have held that assent by the shipper must be affirm- 
atively shown. 

2. The mere failure of a shipper to read, or to be 
made acquainted with, certain clauses in a bill of lading, if 
signed or accepted by him, will not release him from its 
obligations, in the absence of fraud of mistake. 

3. Any written acknowledgment by the carrier of 
the receipt of certain goods and an agreement, for a consid- 
eration, to transport and to deliver the same at a specific 
place to a person therein named or his order, is a bill of 
lading, and any instrument passing from the carrier to 
the shipper bearing these characteristics is effective as a 
bill of lading, no matter what its name or form. If the 
shipping iickets you mention bear any of the foregoing 
characteristics, and are issued in lieu of a bill of lading or 
a receipt, any recital contained therein is equally binding 
upon shipper and carrier the same as if it appeared in the 
bill or receipt. 

oo co * 

Indiana.—“We ship water tanks from points in Indiana 
to points in Wisconsin, the through rate on which exceeds 
by several cents per hundred pounds the sum of the local 
rates. We contended with the railroad that this was an 
unjust and illegal rate, but it maintains that the through 
rate is legal because it is its tariff rate.” 

The Commission has jurisdiction to reduce the through 
rate to the sum of the locals and to award damages on 
shipments in excess of the latter, on all shipments deiivered 
within the last two years, even though the rate exacted 
was the tariff rate. And if the carrier cannot offer any 
reasonable explanation as to why the through rate should 
exceed the sum of the locals, the Commission will un- 
questionably reduce the rate and allow reparation. 

at * oa 

Ilinois.—“Referring to your reply to ‘Alabama,’ under 
date of issue of September 10, page 383, can you rcfer us 
to some decision by the Interstate Commerce Commission 
relating to protection of through rate by circuitous routes?” 

Answer to “Alabama” was not to the effect that the 
Commission always protects a through rate by a circuitous 
route, but merely that whenever the shipper expressly des- 
ignates a more circuitous route it is the duty of the carrier 
to forward the shipment by that route, even though ordi- 





THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


Vol. VI, No. 13 











narily it is the duty of the carrier to forward traffic by 
the cheapest route. Two cases in point are Dewey Bros. 
Company vs. B. & O. Ry. Company, 11 I. C. C. Rep., 481, 
and Poor Grain Company vs. C. B. & Q. Ry. Company, 12 
I. C. C. Rep., 418. 

* * 

Ohio.—“A shipment originating at a point in Alabama 
was destined to another point in Alabama, but in traveling 
over the usual route it passed out of the state and wenta 
part of the distance through the state of Georgia. Kindly 
advise whether or not the Interstate Commerce Commission 
considers this an interstate movement.” 

Both the interstate Commerce Commission and the 
federal courts have passed upon this point and have held 
such shipments to be interstate. For full information 
hereon kindly refer to ‘‘Texas” in the August 13, 1910, 
issue of this journal, 


Protests Against Rate Raise 





New Orleans, La., September 23.—Condemnation of 
the proposal to increase rates between New Orleans and 
northern points is voiced in the report of Commissioner 
Smith of the transportation department of the board of 
trade, in a report submitted the traffic committee: 

“If these rates are advanced to and from norther 
points, as stated,” says the commissioner, “they will 
not only affect us disadvantageously in the distribution 
of goods going to interigr points from New Orleans, but 
are sure to be a great disadvantage to us in the import 
and export business of our local merchants. 

“New Orleans merchants cannot expect to do an ex- 
porting and importing business from their own 
houses under the import and export rates applying to 
New Orleans. 

“Complaint is made by our local dealers that they 
are unable to engage in the export and import business 
at New Orleans because of the low rates which are 
made on such business direct from shipside. These 
rates are made to meet the rates applying between 
North Atlantic ports and Ohio river points, Chicago and 
Central Freight association territory, that is, in the 
states of Indiana, Ohio and Michigan. 

“The carriers interested in the movement of freight 
from this city to the points mentioned have advanced 
rates on all classes of freight except special commodities, 
effective November 1, from 8 per cent to 12% per cent. 
From this territory both north and south bound rates 
have been advanced the same extent. During the past 
five or six years rates on those goods, which were put 
under commodity ratings, have been greatly advanced. 
At the same time there has been no advance to local 
interior points on the Illinois Central, N. 0. & N. E 
or the Louisville & Nashville railroads. The southbound 
rates to Jackson, Meridian, Hattiesburg, Ellisville, Laurel, 
Newton and Lumberton have been advanced, as well 45 
the local rates, but these towns carry less rates from 
northern points than local stations. 

“Points on the Mississippi river and stations be 
tween New Orleans and Baton Rouge, taking the same 
rate from northern points that apply to this city, have 
also been advanced. Many complaints have been [re 
ceived by the department of freight and transportatioD 
from the merchants protesting against these advances 
and calling upon that body to take steps to stop the 
enforcement of these unfair rates.” 
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NEWSPAPER COMMENT 


On Railway and Other Questions of National and Local Interest. 


President Ripley of the Santa Fe, in his testimony 
before the Interstate Commerce Commission, took up a 
position that appears to be scarcely tenable. He as- 
sumed in a general way that important betterments of 
the road must be made out of current earnings. This 
is to say that the shippers must pay for building the 
road, with the further implication that once these im- 
provements are completed the shippers must pay such 
rates as will give a fair return on the investment of their 
own money, says the Call. 


For instance, an item of $700,000 for relining a tun- 
nel was charged to the Santa Fe operating expenses for 
last year. Another item of $703,000, appropriated for the 
fuel reserve fund for the year, was cited in support of 
the charge made by attorneys for the shippers that the 
road was padding expenses to swell the cost of opera- 
tion. A passage between Clifford Thorne, an attorney 
for Iowa stock shippers, and Mr. Ripley is thus reported: 

Mr. Ripley explained that by increased expenditures 
he referred to improvements, and Mr. Thorne commented: 
“So, reduced to its ultimate analysis, you think you are 
entitled to increased rates in order to build these facili- 
ties; is that correct?” 

“In order to keep up with the times and do what the 
public expects of us,” replied Mr. Ripley. 

“And make improvements above what you had last 
year?” asked the cross-examiner. 

“Certainly; any railroad that fails to do this is bound 
for the slide,” was the reply. 

Mr. Thorne—You think that ought to be paid out of 
the operating expenses? 

Mr. Ripley—Most certainly I do. 

It is quite true that the dividing line between re- 
placements and new betterments of a permanent charac- 
ter is difficult to define and usually must depend on the 
circumstances of each separate piece of work, but it 
seems as if Mr. Ripley were not unwilling to get over 
the line if that would help him to swell the regular ex- 
pense account. 

But, indeed, Mr. Ripley appears to be altogether out 
of touch with the currently accepted rules for settling 
the value of transportation service. He told the Com- 
mission that in his opinion neither the cost of a railroad 
hor its capitalization should enter into consideration in 
determining rates, and he added: “The value of the 
commodity handled and the value of the service are fac- 
tors upon which a rate should be determined.” 

This is distressingly vague. The value of the service 
is the very matter in dispute and determination of rates 
in proportion to the value of the commodity is simply g 
return to the law of what the traffic will bear. It is 
not disputed that the value of a commodity should have 
weight in the adjustment of tariffs and the relative bur- 
den to be imposed on the several classes of freight, but 
it has no bearing whatever on the sum of income which 
a railroad may be permitted to exact. That must de- 
pend on a reasonable return for the investment after 
deduction of operating expenses. The shippers must not 





be expected to swell the investment out of the freight 
charges paid by them.—San Bernardino (Cal.) Index. 


Amends Special Order 8 





The Interstate Commerce Commission has issued the 
following amendment to Special Order No. 8: 

“In the Matter of Postponement of Increased Rates 
in Western Trunk Line, Trans-Missouri and [Illinois 
Freight Committee Territories: 

“It is ordered, That the second paragraph of Special 
Order No, 8, issued on the 22d day of July, 1910, be 
amended so as to read as follows: 

“It is ordered: That each and all of the carriers 
in above territories be and they are hereby authorized 
on one day’s notice to the Commission and to the public 
to postpone until November 1, 1910, the effective dates 
of all tariffs or supplements filed with the Commission 
to become effective during the period between July 25, 
1910, and October 15, 1910, above dates inclusive, con- 
taining rates of freight which are higher than rates con- 
tained in the tariffs now in force and effect.” 


DOUBLES SWITCHING RATES. 

Omaha, Neb., September 24.—The state railroad com- 
mission has entered an order permitting the Union Stock 
Yards at South Omaha to increase rates 100 per cent. The 
railroads in turn are’ ordered to absorb these additional 
charges before October 24 or say why they should not do 
so. 





Important to Shippers 


Freight and Express Rate and Traffic Man wants 
position. 20 years with Railroads, Shippers and 
Rk. R. Commissions. Age 36, health good, personc2 
and business record clean. Will go anywhere at 
reasonable salary and depend on results for ad- 
vances. Thoroughly posted on all Commerce Laws 
and General Freight and Express matters, and can 
get results. Any proposition from individual ship- 


pers or associations of shippers promptly considered. 
Address Traffic Man 
care of Traffic Service Bureau. 





SITUATION WANTED 


Man 35, expert in freight rates, 12 years’ railroad 
experience, 4 years’ actual practice before Interstate 
Commerce Commission, now with large coal compa- 
nies, desires change account wife’s health;.would con- 
sider employment by individual or associations or 
in individual cases. References unlimited. Address 
830 Temple Court, Denver, Colorado, 





samen 
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Directory of Transfer Agents, 
Warehousemen, 







| CATHCART TRANSFER 
| & STORAGE CO. 


ATLANTA, 






BALTIMORE TRANS- 


FER CO. 
Light & Lombard Sts. 
BALTIMORE, MD. 





GREANEY BROS. 
88 N. 5th St. 


BROOKLYN N. Y 


‘J. c. “BUCKLES ‘TRANS. 
Co. 


217-219 W. 2d St. 
CINCINNATI, 


OHIO 





lc CLEVELAND STORAGE 
| co. 
CLEVELAND, 


OHIO 





— — — 


BUCKEYE TRANSFER & 
STORAGE CO. 


OHIO 


COLUMBUS, 





‘COLORADO WARE- 
HOUSE CO. 


COLO. 


DENVER, 








DENVER TRANSIT & 
WAREHOUSE CO. 


COLO. 


DENVER, 













E. S. BELDEN & SONS 
HARTFORD, CONN. 





HARRISBURG TRANS- 
FER CO. 


Pennsylvania Depot 
HARRISBURG, PA. 
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Freight Forwarders, 














Custom _ House Brokers, etc. 
| UNION TRANSFER & | OMAHA VAN & STOR. 
| STORAGE CO. AGE CoO. 
| INDIANAPOLIS, _ IND. OMAHA, NEB. 
ERE PRR NN ES 
DODD & CHILDS EX- _ PHILADELPHIA WARE- 
PRESS CO. 


HOUSE CO. 


2 Exchange Place 
PHILADELPHIA PA. 


| JERSEY CITY, N. J. 
SE TEE LES. RS EL TE: 


ADAMS TRANSFER & 
STORAGE CO. 
228 W. 4th St. 


KANSAS CITY, MO. 


O. E. JONES 
PROVIDENCE, 


R. I. 











PROVIDENCE WARE- 
HOUSE CO. 
PROVIDENCE, R. L 
Dapper enenneeeeee 


BOWMAN TRANSFER Ss. 


| CALIFORNIA WARE- 
| HOUSE CO. 


LOS ANGELES, 


CAL. 





COMMERCIAL WARE- 





| & W. CO. 
HOUSE CO: 708 E. Main St. 
LOS ANGELES, CAL. § | RICHMOND, VA. 











PATTERSON TRANS- BROWN TRANS. & 





| STORAGE CO. 
FER CO. | goo S. 6th St. 
MEMPHIS, TENN. ST. JOSEPH, MO. 








F. A. WALSH & CO. | SEATTLE TRANSFER 
MILWAUKEE, 







co. 
WIS. 


| SEATTLE, WASH. 





MINN. TRANS. & STOR- 





- GEORGIA LIGHTERAGE 





ey ge | & TRANSFER CO. 
122 8. 5 . 
MINNEAPOLIS, MINN. | SAVANNAH, GA. 








AMERICAN STORAGE & 
MOVING CO. 


ST. LOUIS, MO. 


THE PECK & BISHOP 
co. 


NEW HAVEN, CONN. 





WARWICK - THOMSON 
co 





THE TOLEDO WARE- 
HOUSE Co. 
1309-19 Lagrange Street. 
TOLEDO, OHIO 


654-660 West 34th St. 
NEW YORK 












BINGHAM 

MERCHA 
PANY. 

warding 





BUFFALO, 


ferring 
phone ] 


—_———_——_— 


CHICAGO, 


JUDSON 
co., ID 
load d 
Chicag 
ments 


duced 
and Pa 


MIDLAN 
FER C€ 
line wa 
out tezg 
lake al 
Chicag 


G. W. § 
Block. 

tractor 
agents; 
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DALLAS, | 


W. M. E 
Genera 
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DETROIT, 


E. FER 
Fourth 
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Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 


BINGHAMTON, N. Y. 


MERCHANTS’ WAREHOUSD COM- 
PANY. Storage, transfer and for- 
warding. The Quackenbush Company. 





BUFFALO, N. Y. 


BUFFALO STORAGE & CARTING 
co., 350-356 Seneca St. “Uns 
facilities” for storin ng 7. nea trans- 
ferring and forwarding goods. Tele- 
phone No. 683. 





CHICAGO, ILL. 


BELT LIND TRANSFER & STORAGD 
CO., warehouses located at 76th and 
Wailace Sts., on Belt Railway; office, 
4 Sherman St.; do a general storage 
and transfer ‘business; issue nego- 
tiable warehouse receipts, good at any 
bank. 


JUDSON FREIGHT FORWARDING 
CO., INC., 443 Marquette Bldg. Car- 
load distribution to all railroads at 
Chicago without teams; L, C. L. ship- 
ments of machinery forwarded at re- 
duced rates to all principal western 
and Pacific Coast points. 


MIDLAND WAREHOUSE & TRANS- 
FER CoO., 43d and Robey Sts. Belt 
line warehousing and reshipping with- 
out teams. Carloads received rail or 
lake and reshipped rail, L. C. L., at 
Chicago rates. Insurance rate, 29c. 


G. W. SHELDON & CO., Monadnock 
Block. Import and export freight con- 
tractors, warehousemen and insurance 
agents; custom house brokers and 
custom house attorneys. 





DALLAS, TEX. 
W. M. EDWARDS, JR., 113 Austin St. 


General transfer and forwarding 
agent; reshipping; storage; ware- 
house. Carloads or less consigned to 


our care will be delivered promptly. 





DETROIT, MICH. 


E. FERGUSON CO., LTD., foot of 
Fourth St. Authorized cartage agents 
for the MICHIGAN CENTRAL R. R. 
CO. General cartage and forwarding. 
Spectas attention to carload distribu- 
ion. 


THE READING TRUCK CoO., 6th and 
Congress Sts. Authorized cartage 
agents for the Wabash and Canadian 
Pacific railways and for the Anchor 
Line steamers. Special attention given 
to distribution of carload freight for 
two or more parties. Merchandise de- 
livered as ordered. 


ELMIRA, N. Y. 


ELMIRA STORAGE & SUPPLY CO. 
ee storage, transferring and for- 
. Warehouses accessible to 

ail railroads. Prompt service. 





KANSAS CITY, MO, 


K. & M. STORAGE Co., Ninth and 
Santa Fe Sts. 
Track connection with all roads en- 
tering city. 
eS stored, distributed and re- 


hip 
Track capacity, eight cars a day. 
Low insurance, prompt, satisfactory 
service, 
Bonded in accordance with state laws. 


LOS ANGELES, CAL. 


LOS ANGELES TRANSFER CoO., 830 
S. Broadway. Baggage and freight 
distribution; consignments and car- 
loads our specialty. Established 1886. 
Wholesale distributors and manufac- 


LOUISVILLE, KY. 

LOUISVILLD. PUBLIC WAREHOUSE 
COMPANY, INC. Import and export 
freight contractors, transfer and re- 
shipping agents, custom house brok- 
ers. Bonded and free warehouses, 


ST, LOUIS, MO. 


ASHLEY WAREHOUSE CO. Bonded 
and general storage. Drayage facili- 
ties. Cars promptly handled. Custom 
house entries attended to. Insurance 
18c. Track connections. 


BONDED EXPRESS & TRANSFER 
CO. Distributors of bulk shipments, 
——- or less. Consignments s0- 
cit 





SALT LAKE CITY, UTAH. 


A. STIEFEL PIONEER TRANSFER, 
615 Tribune Bldg. Genera] transfer 
and distributing agents. Carload dis- 
tribution our specialty. Reliable and 
prompt, Established 1872. 


TT 


SCRANTON, PA. 


MERCHANTS’ WAREHOUSE co. 
Commercial storage, transfer and Sone 
warding; railroad sidings. The Quack 
enbush Co., proprietors. 





SAVANNAH, GA. 


SAVANNAH WAREHOUSING co. 
Wholesale distributors and manufac- 


EEE ee 
_— 





turers’ ts. Modern brick ware- 
house and unexcelled 
facilities. We make a specialty of 


supplying 
given ph chipenents. .* distribu- 
tion. Drayage. 





WILKESBARRE, PA. 
MERCHANTS’ wAREnOeS 


Storage, transfer and 
The Quackenbush Co. 


The Legal End 


co, 








UST in the same manner in 
which The Traffic Service 
Bureau has made a reputation 
for furnishing technical data 
on traffic matters, so is it now 
prepared to assist patrons in 
handling the legal phases of 
their shipping business. 


HE Traffic Service Bureau 

is able to offer you the 
services of its legal depart- 
ment, under the personal 
direction of our General 
Counsel. Wecan act either 
as’ consulting attorney or as 
attorney of record; we will 
handle your case from start toe 
finish, or assist in the prepara- 
tion of such legal data as your 
own personal counsel may not 


have at hand. 

A®’ in all other departments, 
your wants are our only 

limitations. 








The Traffic Service Burean 


26 Jordan Building, Washington, D.C. 


Lega: Department ; 


— 





somectiensten <9 eel 
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THE TRAFFIC WORLD AND TRAFFIC BULLETIN 






“Nor shall any carrier charge or demand or collect or receive a greater or less or different compensation for * transportation 
of * * property, or for oe | service in connection therewith, between points named in * tariffs than the rates * 
charges which are specified and in effect at the time.’’—~<Section 6. Interstate Commerce Act, June 29, 1906. 


**Consignors and yay me oy should co-operate with agents of carriers in avoiding misunderstandings and errors in routing 


and must expect to bear some responsibility in connection therewith.’’—Jnterstate Commerce Commission Ruling, November 1 
1907. 


EVERYDAY FREIGHT RULES 
TARIFF MANUAL 


Applicable to 


Interstate Traffic 


Contains principles outlined by the Interstate Commerce Commission in its Tariff Circulars and 
Conference Rulings, recognized and applied by the carriers of the United States, pertaining to 


Everyday Freight Traffic 


SO 






and 








Rules for arrangement of tariffs and supplements as prescribed by the I. C. C. 
Rules for proper application of tariffs covering rates, rules and routing. 
Forms of representative tariffs, with examples of their use. 

Definitions of technical terms and phrases. 

















All of the information is shown in a manner easy of reference, under general headings covering each 
subject treated, with appropriate subheadings, and it is completely and thoroughly indexed. 





Already endorsed and adopted by a large number of leading railroads for distribution to agents 
and to representatives of freight, accounting and claim departments. 


Also endorsed by prominent industrial traffic managers and shippers. 


Commended by the American Association of Freight Agents at annual meeting in April, 
1910, the report of the committee appointed to examine the book stating, “It is our opinion that 
the information contained in the book should be in the hands of every agent and clerk 
charged with the responsibility of handling freight traffic.”’ 


This publication was compiled, after fifteen years’ traffic experience, for everyday use by th 
railroad agent and the shipper. 


Every freight representative, agent, Every shipper, industrial traffic 
ill clerk and claim clerk should manager and shipping clerk 


secure a copy. should possess a copy. 


To take care of changes brought about by the new Interstate Commerce Act and future rulings 
of the Interstate Commerce Commission, supplements will be issued as often as may be necessary to 
contain changes or additions resulting therefrom. 


PRICE, Postpaid Compiled and issued by 


$1.50 
including all supplements for one year from Charles E. Bell, 


date of issue. 313 Equitable Building . ATLANTA, GA. 


REMIT WITH ORDER (Chief Clerk, General Freight Department, Southern Railway) 






















